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Improvement in Spark Arresters and Consumers for 
Locomotives. 





This arrangement has been patented by Mr. Charles F. Pike, 
of Providence, Rhode Island, and is intended to arrest the 
sparks in the smoke-stack, and return them to the fire-box 
through the lower tubes in the boiler. Fig. 1 represents a 
longitudinal section of a locomotive boiler, and fig. 2 a tians- 
verse section through the smoke-stack and smoke-box. In the 
bottom of the latter a chamber, J, is formed by the horizontal 
partition g. To the front end are attached open bell-mouthed 
pipes, e, provided with an interior wire netting and a damper. 
The back end of the chamber communicates with the fire-box 
by means of the lower tubes, K. Within the fire-box, and ex- 
tending downward from the fire-brick arch, D, and in front of 
the apertures of the tubes, XK, is a perforated fire-brick parti- 
tion, 7, for distributing the return blast, and preventing it from 
forcing flames, etc., through the furnace door when opened. 

L, L are flues which connect the deflector ¢ at the top of the 
stack with the chamber J. At the lower end they are curved 
towards the boiler tubey as shown in fig.1. When the blast 
strikes the deflector c, a portion of it and the sparks and cin- 
ders will be directed and forced down the pipes ZL L into the 
chamber J, By. the motion of the engine a current of air is 
torced into the bell-mouthed pipes, c, and thus an “induced” 
current is produced through the tubes K, which carries the 


sparks and cinders into the fire-box, where the combustible 
portion of them is consumed, 








LOCOMOTIVE SPARK-ARRESTER 


The invention seems tobe quite promising, but inventors 
who are sanguine of producing much economy by consuming 
sparks should know that a large portion of them is incombus- 
tible and will not burn unless subjected to a heat quite unattain- 
able in an ordinary locomotive furnace. 





New Station in Boston. 

An exchange says: ‘The new train house of the Boston & 
Providence depot, in the former city, is to be 600 feet long, 126 
wide, and about 70 high. The end walls are to be of brick, 
about $2 inches thick, with strengthening buttresses to give it 
stability. The central opening where the trains enter and leave 
will be a clear, unobstructed entrance of about 70 feet width, 
above which will be an ornamental mammoth window. Two 
smaller openings each side of the main entrance will give other 
means of outlet. The roof will be supported by twenty-three 
heavy wrought-iron ribs or arches similar in design to the 
Lowell depot, but not quite so high above the platform. These 
arches stand upon heavy cast-iron shoes, upon which they 
hinge, as they expand and contract by changes of temperature. 
The thrust of the arches is resisted by the heavy granite 
masonry, which looks solid enough to hold a mountain, and has 
been built especially to resist horizontal thrusts. it stands 
upon alarge number of piles. Between the main arches is a 
system of purlins and wind-ties, also of wrought iron. The in- 
termediate rafters resting upon the purlins are of planed tim- 
ber, upon which is laid a thickness of pine sheathing planed on 
the under side, and tongued and grooved and beaded. It is 
lighted by a double row of glass windows running the entire 
length of the train house, and there being no “lean to ” on the 
sides, each side wall, which is of brick and about twenty-five 
feet high, will be pierced with windows of an ornamental de- 
sign. Surmounting the train house is to be a monitor venti- 
lator the entire length, and the whole exterior roof is to be 
slated. The hack, express and baggage accomodations are all 
to be worthy of the building.” 





~ Gambling on Trains. 





The following order has been addressed to all conductors on 
the Atlantic « Pacific and Missouri Pacific railroads by the 
General Superintendent : 

“You will not allow any gambling on your train. If three- 
card-monte men open games on your train you will at once put 
them off the train. 

“Any failure on your part to comply with the abeve order 


will be atteuded with prompt dismissal from the service of the 


To THe Eprror oF THE RAILROAD GAZETTE: 


cess or disaster in railroad management is the manner in which 
the freight business is conducted, no branch of the service re- 
quiring closer attention to details, and none, on not a few lines, 


Freight Management. 





One of the principal, if not the principal, element of suc- 


receiving so little; the impression on such roads being, ap- 
parently, that freight traffic once started runs itself, than 
which a greater mistake could hardly be imagined. Passen- 
gers are comparatively easily managed when once obtained ; 
they do not, or should not, require to be loaded and unloaded, 
neither do they require to be registered, described, or entered 
up at sending or receiving stations ; if they go astray, the rail- 
road company 18 not responsible, and altogether passenger traffic 
is simplicity itself as compared with all the elaborate machinery 
which the most insignificant of “smalls” sets in operation from 
the moment of being “checked in” to that of being “‘ checked 
out;” and yet so many railroads, having an almost perfect 
system for the simpler, have a most imperfect one for the more 
difficult and complex business. 

The first point in a consideration of this subject is -that of 
rates ; and an important one it is, as-an agent empowered to 
make freight contracts—sometimes through the pressure of an 
active competition, sometimes through ignorance cf additional 
charges on transportation, through ferriage, teaming, tranship- 
ping, or the like—may very easily give a ruinous rate. Ono in- 
stance occurs to the write: in which a hnndred car-loads were 
taken at what was thought a fair rate, but, after payment of all 
necessary charges there was an absolute loss of eleven dollars | 
per car, irrespective of two handlings and a haulage of three 
undred miles; and yet this fact was only arrived at by a 


mentalinterference. It is notso long ago that on competing 





lines from the maximum rates the freightage on live stock was 
reduced for a haulage of five hundred miles to one dollar per 
car, and when the greatest uncertainty as to the future prevailed 
among shippers, with a single bound the rate again 
went up to the maximum; and, although such extreme cases 
are fortunately rare, the shifting of rates is so much of an 
every-day occurrence that there is never any certainty of a 
tariff remaining for any definite period in force, and this un- 
certainty retards to a greater or less degree the commerce of 
the country. No doubt circumstances at times render neces- 
sary changes of tariff, but not the frequent or the unexpected 
changes now made, and railroad companies would find that in 
the end the policy which would at times screw the last cent a 
commodity would bear, is not so judicious, or likely to prove 
ultimately so beneficial, even to themselves, as that which 
would foster and develop trade and increase the production. of 
the country. Let it be granted, then, that fair and equitable 
rates are intended to be made, paying as to the railroads 
and not oppressive as to the general public; to avoid 
difficulties which an agent in the heat of competition or through 
an error in judgment might incur, some intelligent check on 
all rates should be established, and very stringent regulations 
as to free transportation. This latter may not seem an im- 
portant consideration, but there are roads, and not a few, 
where the amount of free frsight other than for tho railroad 
service would be found to be no inconsiderable item, and would 
somewhat startle some managers who feel quite confident that 
no such irregularities can occur with them. At times a state- 
ment of all free goods carried is required, but inasmuch as of 
no small portion no entry is kept, the .returns do not convey 
any idea of the extent of the leakage. 

After ithe question of rates, there is perhaps none more im- 
portant in connection with freight management than the avoid- 
ance of claims for lost and mis-sent goods, for damages and 





knowledge of circumstances which the check clerk could not 


Fig. 1. 


know and would hardly suspect. If the knowledge could be 
obtained, it would be curious and instruetive, perhaps start- 
ling, to some shippers to know the burdens which some classes 
of goods have to bear to counterbalance the loss sustained on 
competitive traffic. One railroad has for years been carrying 
freight over one of its branches at ruinous rates in brisk com- 
petition with a shorter route, which, in addition to this advan- 
tage, is spared some additional charges incidental to the looa- 
tion of the longer line, and in this unequal warfare the latter 
equalizes matters by levying higher tolls on sections where it 
is master of the situation. All this seems a great injustice to 
the general public, but who shall appoint or apply the remedy 
—* que faire ils ont des canons.” 

And in this connection what a solemn farce the periodical 
meeting of general freight agents to establish rates to com- 
petitive points always turns out tobe! Not a week passes by 
—sometimes not a day thereafter—before the “cutting” be- 
gins, bills are ostentatiously issued at the established rates, and 


each contracting agent congratulating himself on the clever- 
ness with which he has sailed to windward of his rival, until in 


same system of double-dealing. 

In the fixing of rates no consideration whatever is given to 
the relative values of the commodities to be carried—that is to 
say, in the difference in value of the same commodities in dif- 
ferent years, or in what may tend to the general advancement 
of the country, although there can be no doubt that the gen- 
eral welfare of the country should be the first consideration. 
This view of the case, however, opens up that wide and debat- 
able subject of the State adoption of railroads, which it is not 
intended in this paper to trench upon ; still, although the coun- 
try may not be ripe for so extreme a course as a Government 
system of railroads, it will hardly be denied but that when man- 
agers, through personal or other motives, rapidly and unex- 
pectedly shift their rates from one extreme to another, to the 
great disadvantage and disarrangement of the trade of the 


private contracts allowing rebates are simultaneously granted ; 


this diamond-cut-diamond business he is at length chagrined 
to learn that all the high contracting parties have adopted the 


detention and the innumerable other sources whence arise 


Fig. 2. 
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AND CORSUMER. 


those prolific causes of a serious drain. Probably no general 
freight traffic could be managed without a certain percentage 
of glaims, but it is equally certain that the percentage might 
be, and should be in most cases, greatly reduced. An exten- 
sive shipper, suffers a trifling loss and makes a large claim, and 
although it may be thought excessive it ia paid. In like man- 
ner, ifia man should be powerful, as, for instance, the proprie- 
tor of an influential newspaper, his claim would be much less 
carefully gone into than that of one who was not to be feared. 
In addition, however, to the claims which may be passed 
through fear or through favoritism, there are those which 
some people delight, for the most trifling cause and.often with- 
out cause, to make,which from the ditliculty or impossibility of 
disproving them are generally paid. Some of the sources from 
which this latter class arise are deterioration of goods in tran- 
sit from delays, improper loading, defective cars, etc. ; pilfer- 
age from closed packages where contents had not been checked ; 
breakage under similar circumstances, leakage implying theft, 
and many others which the regular claimant knows wo well how 
to present; not that legitimate claims for these reasons may 
not be made, but that for these and other causes claims are 
daily made and paid which might be and should be resisted. 1+ 
is possible, however, where a freight business is properly con- 
ducted, to have so careful a system of receiving and delivering 
goods as to render trumped-up claims very difficult of sub- 
stantiation. A receiver should note the slightest dis- 
crepancy between the goods received and the enumeration 
given of them, the slightest appearance of their having been 
tampered with, insufficiency or improper kind of package 
and the slightest difference in weight given and received, or if 
specific articles, any difference in weight in the packages which 
an intelligent man would not fail to notice, In the matter of 
pilfering or tampering with packages, men become expert in 
avoiding the appearance of evil; boxes are carefully restored 
to their original appearance, ar d caske of liquor are spilled by 
driving back a hoop and tepping the cask, so that on restor. 
ing the hoop to its original position all trace of the work is 
concealed. Goods are constantly being shipped in packages 








gompany,” 


country, it is quite time that there should be some govern- 


too weak to carry them, or in some way not adapted to the ser- 
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vice. As an instance, many claims are paid for loss of syrups 
shipped in white oak casks, which from the nature of the wood 
are not capable of containing them; the syrup oozes between 
the staves, the surface of the wood becomes like glass, and the 
hoops slip away. Whereas where the red oak is used, the wood, 
‘being more porous, becomes saturated with the syrup and the 
‘surface of the wood, instead of being slippery as in the former 
instance, becomes gummy, preventing the movement of the 
hoops. This is one of many instances in which a careful man 
may prevent large claims by throwing the onus of loss from 
such avoidable causes upon the shipper. If then the receiver 
and loader, being intelligent men and acting under intelligent 
direction, have taken due note of all goods up to shipment, and 
if the loading has been properly done, great difficulties have 
been placed in the way of excessive an unjust claims. And 
the same rules will apply to freight in bulk. The notation of 
the slightest irregularity or appearance of irregularity, placing 
the railroad company in possession of all facts and circum- 
stances affecting the case, often prevents or largely reduces the 
amount of claims. 

Where goods are unloaded by trainmen at ways:de stations 
‘some risk of loss or damage exists from the hurried manner in 
which the work is done and the greater importance which train- 
men attach to keeping on time than to correctly delivering 
goods. In the case, however, of full car-loads, which have been 
received and loaded in the manner above indicated, have been 
sealed to destination, and have been unloaded and delivered as 
carefully, claims should be reduced to a minimum. In unload- 
ing goods too much care cannot be taken to observe and care- 
fully note all discrepancies. A slight difference in mark be- 
tween the goods entered and those received will sometimes 
give rise to claims, which, if referred without delay to the send- 
ing statiou, might be adjusted without detention. These may 
appear mere details, but as the larger results grow ont of the 
smaller, it would be greatly to the advantage of railroad com- 
panies in the avoidance of claims, if general freight agents 
would more carefully observe the mode of procedure adopted 
dy their stations. 

In the event of accident on the line, of course no general 
rules can apply; it is certain, however, that at such times 
great recklessness generally prevails, and the destruction and 
waste of property is no inconsiderable item after an aceident. 
This difficulty is not so easily reached; at the same time a 
careful and thorough examination into all the particulars 
attending an accident, including the disposition of goods 
thereafter, could but have a salutary effect. 

Passing on to another phase of freight manage- 
ment, we may next consider the question of load- 
ing cars, which is not the least important in this connec- 
tion. General goods, such as dry goods, groceries, etc., when 
charged the full classification rates, are by far the best class of 
freight a railroad can carry. Some discretion is necessary here 
also to insure full loads in the cars, or, where loaded with way 
freight, to see that they are directed to continuous stations. 
The writer has frequently seen a single package traveling from 
one to two hundred miles alone in a car after the other lots 
which the car had contained had been discharged. And import- 
ant as it is that all cars shouldbe fully loaded, it is much more 
important that no car should be overloaded. The extent to 
which cars are now overloaded on nearly every road in the country 
is somewhat astounding, and the system prevails so universally 
‘that a shipper paying for full quantities has no chance along- 
side others who get a certain percentage carried for nothing ; 
and the consequence is, that however anxious a man may be to 
deal honestly and pay for what he gets, the custom prevents 
it, and he has no alternative but to do likewise or go out of busi- 
mess. Acar should contain six hundred and sixty bushels of 
oats of thirty-two pounds ; in reality seven hundred bushels are 
loaded, and the same applies to corn, wheat, barley, coal, lum- 
ber and ail full car-load lots loaded by owner and receipted for 
by the railroads as “quantity unknown.” It is difficult to 
understand upen what principle cars are given to the 
public to load without any supervision on the part of the 
railroad companies. As a matter of ccoaomy there 
could not be a greater mistake, as the loss sustained by the 
present system in the mere matter of free transportation would 
many times over-pay all additional expenses ; and when it is 
considered that many serious accidents to freight trains, en- 
tailing immense losses, are directly attributable to this canse— 
to wit, overloading—it is surprising that a remedy should not 
be at once applied. The writer on one occasion, to test the ex- 
tent to which overloading was carried, adopted the system of 
weighing all cars passing a certain point, and the result was 
somewhat startling to those who maintained in opposition that 
no serious overloading of cars prevailed. In some instances 
cars billed for ten tons were found to contain fifteen, and the 
case of one containing no more than the allowed quantity was 
rare indeed. The conviction was strongly felt then, and has 
not since been changed, that the whole plan of carrying freight 
“unsight, unseen,” as boys swap jackknives, is a great mis- 
take. No ‘quantity uaknown” receipts should be given, but 
the exact quantity by some means ascertained and acknowl- 
edged ; and although at times claims for deficiency might arise, 
a fund more than ample for the paying of them would be 
created if the extra amount earned were set aside for that 
purpose. 

These are a few of the many ideas respecting freight manage- 
ment which suggest themselves on a consideration of this, the 
most important of the sources of traffic revenue. It is not pos- 
sible to lay down a set of rules for its governance, and the idea 
intended to be conveyed herein is, that, given the outline, 
judgment and intelligence are required for the execution of 
details. 


en 


Fastening Crown Bolts. 


To rue Eprror or Taz RatLRoaD GazErTe: 
If the patentees of the crown bars, as illustrated in the last 
number of the Gazerrs, claim the idea of screwing the crown 


bolts through the sheet as their invention, I would say that it 
was used before the Kansas Pacific Railway was built ; and they 
are wrong in saying that the old way was to depend on the 
rivet alone to sustain the pressvre. Fifty per cent of the loco- 
motives of to-day have the crown bolts screwed through the 
sheet. The standard Baldwin locomotive has its screwed 
through, and a nut on, and the end of the bolt riveted over. 
DE 8. 
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A Problem in Laying out Curves. 





Aupany, N. Y., November &, 1872. 
To THE Eprtor oF THE RAILROAD GAZETTE : 
I herewith present the following problem for solution by 
some of your readers. As shown by accompanying diagram, 
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a curve, having the radius R A and the angle of intersection 
CO B D given, has been runin. The forward tangent B D has 
been extended to F, at which point the distance F G has been 
measured at right angles to said tangent. Question: How 
much more curvature should be allowed, in order that the new 
tangent when extended may pass through the point G@? The 
radius of the additional arc is the same as the original radius, 
R A. R. O. B. 
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The Master Mechanics’ Association. 





The following circulars have been issued by committees of 
the Association : 


BALANCED SLIDE VALVES AND GENERAL PRINCIPLES OF VALVE 
MOTION. 

The Committee to whom was referred the subject of ‘ Bal- 
anced Slide Valves and General Principles of Valve Motion,” at 
the last convention of the Master Mechanics’ Association, 
would, if you have had any experience with balanced or roller 
slide valves, like to call your attention to the following ques- 
tions, and request an early reply to the same : 

Give name of patentee and describe the kinds of balance 
valves you have tried. 

State in general terms your opinion as to the practical value 
of the valves you have tried. 

How many miles have you found balance valves to run with- 
out needing repairs ? 

Were the repairs on valve-seats and on link motion appre- 
ciably less with balanced than with common valves ? 

Have you noticed any difference in the consumption of fuel 
with engines having balanced valves as compared with similar 
engines with common valves ? 

ave you found balance valves liable to any sudden derange- 
ment so as to be untrustworthy for fast passenger engines ? 

What is the cost of a set of balance valves you have tried, and 
what alterations are needed to fit them to the class of engine 
you use? 

“ In the above questions the word “balanced” is intended 
to mean either balanced or roller valves. Do not confine your- 
self to simply answering questions, but please give the exper- 
iments you may have tried, and your opinion of the general 
principles of valve motion. 
Howarp Fry, 
Grand Trunk Railway, 
A. B. UNDERHILL, 
Boston & Albany Railroad, 
J. THOMPSON, 
Eastern Railroad, J 
Please direct replies to 
Howarp Fry, Asst. Loco. Supt. G. T. R. R., 
Richmond, Province of Quebec, Canada. 
CONSTRUCTION AND OPERATION OF SOLID-END CONNECTING RODS 
FOR LOCOMOTIVES. 

At the last annual session of the American Railway Master 
Mechanics’ Association, held in Boston, the undersigned were 
appointed a Committee to solicit and present to the Associa- 
tion, at its next regular meeting, such information as they 
could obtain in relation to the ‘‘ Construction and Operation of 
Solid-End Connecting Rods for Locomotives,” or the relative 
merits of solid-end  sadeay rods as compared with straps bolt- 
ed to connection. Your Committee theretore invite your atten- 
tion to the following questions : f 

‘1st. Have you ever used parallel rods with solid ends? 

*©2d. Were bearings made of brass, or were the ends of the 
rods bored to fit pins? 

‘*3d. If gibs or boxes were used, did you use keys for adjust- 
ing them ?” 

Ve earnestly invite an early reply to these questions, and 
request that you will also give us, as fully and clearly as possi- 
ble, the results of such experience as you may have had with 
the subject of this circular. 

JAMES SEDGLEY, 
General Master Mechanic Lake Shore 
& Michigan Southern Railway, 
Cleveland, Ohio. 
N. E. CHapMan, 
Master Mechanic Cleveland & Pitts- 
burgh Railroad, Cleveland, Ohio. 
J. W. Nessirtt, 
Master Mechanic Evansville, Terre | 


Committee. 





Committee . 


Haute & Chicago Railroad, Terre 
Haute, Ind. 
Please address your reply to 
JamMEs SEDGLEY, 
General Master Mechanic Lake Shore & Michigan 
Southern Railway, Cleveland, Ohio. 
PREMIUMS FOR DESIGNS AND DRAWINGS. 

At the last annual convention of the American Railway Mas- 
ter Mechanics’ Asgociation a sum of money was appropriated 
by volun‘ary contributions, to be oilered in premiums for the 
best design and drawing of a machine for removing snow from 
railroad tracks, and another for the best desiga and drawiug 





of appliances for suppiying locomotive tenders with water or 
fuel. These drawings, it was un should be submitted 





at the next annual convention, to be held in Baltimore on the 
13th day of May, 1873, and the undersigned were appointed a 
committee to determine which drawings and designs submitted 
at that time are the most deserving of the premiums, 

In assuming the trust imposed upon them by their appoint- 
ment, the Committee deem it best to state the conditions by 
which they will be governed in making the award. 

The amount of money thus far subscribed is $125, which they 
propose to divide into two premiums of $75 and $50, one of 
these to be awarded for the best drawing of machinery for re- 
moving snow, and the other for the best drawing of arrange- 
ments for supplying water or fuel to locomotive tenders ; which- 
ever drawing the Committee may determine has the most merit 
to reeeive the larger premium. 

In determining the relative merits of the designs and draw- 
ings, the Committee will be guided by what they conceive to be 
the most important objects which should be arrived at in 
making them. These are: first, that the machine or appliance 
represented should be the best adaptation of means for accom- 
plishing the required ends; second, that its construction 
should be clearly and perfectly shown, and in such a way as to 
guide mechanics in the most plain and certain manner in mak- 
ing what is represented ; third, that the drawing should be 
skillfully executed ; but it should be remembered in making 
drawings of this kind that mechanical resulls are more impor- 
tant than — effects. 

It should be understood that the premiums are not offered 
for the best design or idea alone, nor for the best representation 
of an idea, but for the best combination of skill in delineation 
and sound judgment in selecting or devising the best arrange- 
ment and proportion of parts for accomplishing the purposes 
named. Nor is it requisite that the design should be either 
new or original. 

The Committee will not, however, consider themselves bound 
to make any award, should there not be any drawing of ade- * 
quate merit, nor will any distinction in this matter be made bo- 
tween any persons whatsoever. 

The drawings should not exceed three feet in length nor two 
feet in width, and should be neatly but inexpensively framed. 
The latter will, however, not be required. 

M. N. Forney, No. 72 Broadway, New York. 

Coteman Seviers, Philadelphia. 

Wa. 8. Hupson, Paterson, N. J. 
APPLICATION OF COMPRESSION BRAKES. 

The undersigned having been appointed by the American 
Railway Master Mechanics’ Association, in convention at Bos- 
ton, in July last, a Committee on “ Application of Compression 
Brakes,” would respectfully call your attention to the following 
questions and solicit as full replies as your experience and ob- 
servations will allow : 

1st. Have you in use on yourroad any compression brakes 
controlled by the engineer? If 80, give the mameof same, prin- 
ciple of operation, etc. 

2d. How many cars have you so equipped ? 

3d. How long have they been in use? na 

4th. Do you know of any cases where this kind of brake has 
been the means of saving life or property? If so, how many? 

5th. Have you noticed any perceptible reduction in the wear 
of wheels, or other car repairs, since adopting this brake ? 

6th. Do you know of any cases where the use or the faflure 
of this brake has caused loss of life or property ? 

7th. Have you ever used any other brake of this character 
that has since been abandoned on account of its being unreli- 
able? If so, give the name of the brake and its defects ? 

8th. Are you in favor of using the ordinary hand brake, con- 
trolled by brakemen, with an emergency brake to be used by 
engineer in case of accidents only ? 

9th. Are you in favor of braking power under entire control 
of engineer, still retaining the ordinary hand brake, to_be used 
when necessary ; for instance, in case of detachment of cars or 
switching ? 

As the Committee desire to obtain thorough information on 
this subject, please make your replics as full and explicit as pos- 
sible. 


Committee, 


Cuas. GraABAM, ) 
Lackawanna & Bloomsburg 
Railroad, 
C. B. STREET, 
Penusylvania Railroad, 
Please address your replies, not later #han April 1, 1873, to 
Cuas. Grauam, M.M., L. & B. R. R., 
Kingston, Pa. 
COMPARATIVE VALUE OF ANTHRACITE COAL, BITUMINOUS COAL 
AND WOOD FOR GENERATING STEAM IN LOCOMOTIVES, 


The undersigned, having been appointed by the American 
Railway Master Mechanics’ Association, at their convention 
held in Boston in June last, a Committee on “the Comparative 
Value of Anthracite Coal, Bituminous Coal and Wood for Gen- 
erating Steam in Locomotives,” respectfully invite your atten- 
tion and solicit full answers to any or alk the following ques- 
tions, in tabular form and otherwise. 

é Respectfully yours, 
Cuas, GRAHAM, 
Master Mechanic, La. & B. Railroad, 
L. 8. Youno, Master Mechanic, Cleve- 
land, Columbus, Cincinnati & Indi- 
anapolis Raiiway, 
B. H. Kipper, Master Mechanic, Lake | 
Shore & Michigan Southern Railway, | 

Address your replies to Chas. Graham, M. M., L. & B. R. RB., 
Kingston, Penn. 

Question 1. If you have experience with more than one kind of 
fuel, Whica do you prefer for cleanliness? Also, which do you think 
the most economical! as regards repairs of iurnace, etc., and in what 
proportion ? , : . , é 

Question 2. Taking the comfort of passengers into consideration, 
do vou think it advisable to pay more for one kiod of fuel than tor 
another for passenger service? If so, how much more? 

If you do not at present keep a record on your road of ** Gost per 
Mile for Fue}, please make ap experiment (of long enosgh duration 
to arrive at average cost) with each of the fue.s you use. Also, to 
make the compurison as correct as poesible, if you con do s0, make 
this report from performance of engines haaling pavsenger and 
freight trains ovir the same part of yourroad, with the different 
kinds ot fuel. 

[The form for a tabular statement accompanying this circu- 
lar gives columus for the number of engines burning each hind 
of fuel and the total number ; the average cost of fuel placed on 
tender for a ton of anthracite, a ton of bituminous, and a coral 
of wood; the average gross Joad in tons haukd by one engine 


in freight service ; the average number of cars hauled by one 


Committee. 


@mmitiec. 





| engine in passenger service ; the average cost for fuel per 100 
| tons of freight hauled one mile, with each kind of fuel; and 
| the average cost of fuel per five cars hauled one mile in pas- 
senger service, with each kind of fue!.} 





| Cincinnati, Hamilton & Dayton. 

| This company having recentiy purchased the Junction Rail- 
| road from Hamilton, O., to Indianapolis, Iod.. and taken pos- 
| session, December 2, purposes to make considerable improve- 
| ments in the road, The read-ied is to be pnt in good order, 
| new rails laid and new cars purchased. 
| mace to secure a large share of tire 
and Jndianapolis. The dist .5; 

| route is 123 miles, as agains - 
Cincinuati & Lafayette rvad. 


A strong cffort will be 
ivatice b-twaen-Cincinnati 

en those itive by this 
ues by the Lygianapolis, 
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Editorial Announcements. 








Correspond We cordially invite the co-operation of the rail 
road public in affording us the material for a thorough ani worthy 
railroad paper. Railroad news, annual reports, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive newsfot them. 





Inventions.—No charge ts made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc.; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire articles relating to railroads, and, if acceptable, 
wil pay liberally for them. Articles concerning railroad manage- 
men', engineering, rolling stock and machinery, by men practically 
acg ainted with these subjects, are especially desired. 





Advertisements.— We wish ti distinctly understood that we will 
entertain no proposition to publish anything in this journal for pay, 
EXOEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
colui: 28 OUR OWN Opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Thosewho wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but tt is useless to ask us to recom- 
mund them editorially, either for money or in consideration of adver- 
tising patronage. 








THE ILLINOIS RAILROAD LAW IN COURT. 





As most of our readers know, for some time past a suit 
has been pending in the Circuit Court of McLean Uounty, 
Illinois, involving the constitutionality of one of the pro- 
visions of the law passed in Illinois two years ago to reg- 
ulate freight tariffs on railroads of that State. The en- 
actment in question is: ‘‘That no railroad corporation, 
organized or doing business in this State under act of in- 
corporation or general law of this State, now in force or 
which may be hereafter enacted, shall charge or collect 
for the transportation of goods, merchandise or property, 
on its said road, fof any distance, the same nor any larger 
nor greater amount as toll or compensation, than is at the 
same time charged or collected for the transportation of 
similar quantities of the same class of goods, merchan- 
dise, or property, over a greater distance upon the same 
road.” The Chicago & Alton Railroad Company was 
charged with charging $5.65 per thousand for carrying 
lumber from Chicago to Lexington, 110 miles, while i's 
charge for carrying 126 miles, from Chicago to Bloom- 
ington, was at the same time only five dollars. 
The suit was brought by the State Rail- 
road Commissioners, part of whose duty it is to see to the 


enforcement of the railroad laws, in the Circuit Court of ! 


McLean County. It has been considered as a test case of 
the validity of this part of the railroad laws passed in 
the spring of 1871, under the new Illinois constitution. 
The railroad companies, sustained, we believe, by the 
opinions of most lawyers, maintain that many of the pro- 
visions of these laws are invalid. They have not pre- 
tended to obey these provisions, and the contest has been, 
not as to the existence of the facts charged, which were 
confessed, nor of the interpretation of the law, which was 
hardly contestable, but of the validity of the law. The 
Chicago & Alton, like the other companies, maintains that 
this provision of the law assumes to take from it the 
power to fix its own charges, a power expressly granted 
toit by its charter. The exercise of the law would there- 
fore be a violation of its charter, and therefore of a con- 
tract, by the State, and consequently a violation of the 
Constitution of the United States. 

Is the law of the State prohibiting on any railroad 
higher rates for any given distance than for a greater dis- 
tance a violation of the Constitution of the United 





States ? Such was the question for the decision of the 
court. The judge last week rendered his decision, affirm- 
ing the validity of the law. 

As the plea of the company was, that the enforcement 
of the law would be a violation of its charter, and as 
there could be no doubt that the violation of a 
valid charter by the State which granted it would 
be unconstitutional, it was first necessary to find 
just what rights and privileges the charter does grant. 
It assumes to authorize the company “to fix, establish, 
take and receive such rates of toll, for all passengers and 
property transported, as its directors shall from time to 
time establish.”” These terms, it seems, could hardly be 
more explicit. The rates are to be, it would seem, what- 
ever the directors may charge. But a limitation is rec- 
ognized by all parties as understood, being a principle of 
the common law, which is that charges must be reason- 
able, and that there must be no unjust discriminations. 
So, within these limits, the company’s authority 
to fix its rates seems irrevocadle. It would appear, 
therefore, that the act of the Legislature my be constitu- 
tional if it only prohibits unreasonable charges and un- 
just discriminations, and that, therefore, it remained for 
the court to decide whether the practice forbidden was 
an unjust discrimination or charge. This it did not do. 
Its decision asserts that the General Assembly has author- 
ity to enact such laws as will protect the people against 
unreasonable charges and unjust discriminations, and lays 
speci.l stress on the principle that the Legislature caanot 
part with this power by any enactment or charter what- 
soever. The judge quotes from Chief Justice Taney’s de- 
cision in the Charles River Bridge Company case : ‘‘ The 
continued existence of a government would be of no 
great value if, by implications and presumptions, it was 
disarmed of the power necessary to accomplish the ends 
of its creation, and the function it was designed to per- 
form transferred to the the hands of privileged corpora- 
tions;” and from Judge Woodbury in the Hartford Bridge 
Company case : “ One of the highest attributes and duties 
of a Legislature is to regulate public matters, 
with all public bodies no less than the community, 
from time to time, in the manner which the public wel- 
fare may appear to demand. It can neither devolve these 
duties permanently on other public bodies, nor perma- 
nently suspend or abandon them itself, without being 
usually regarded as unfaithful, and indeed attempting 
what is wholly beyond its constitutional competency. It 
is bound also to continue to regulate such public matters 
and bodies, as much as to organize them at first. Where 
not restrained by some constitutional provision, this 
power is inherent in its nature, design and attitude; and 
the community possess as deep and permanent an inter- 
est in such power remaining in and being exercised by 
the Legislature, when the public progress and welfare 
demand it, as individuals or corporations can, in any in- 
stance, possess in restraining it.’””’ And in the decision of 
this case, the court thus clearly states: ‘‘The settled 
principle is, that the General Assembly cannot part with 
its powers of legislation, upon all questions in which the 
public are concerned, by any proceedings, so as not to be 
able to continue the exercise of them. It.can and should 
exercise its legislative powers as often as the public in- 
terests require. Its agents are made by the people agents 
or trustees for them, on this subject, and can possess no 
authority to grant or sell their powers over the trust to 
corporations or individuals.” 

The court therefore decided that if the charter as- 
sumed to make the corporation independent of the power 
of regulation possessed by the Legislature, it was so far 
invalid, as the Legislature granting the charter could 
have no power to do this. As we have seen before, it de- 
cided that the Legislature has the power to pass laws to 
prevent and punish unreasonable charges and unjust dis- 
criminations. The corporation cannot be given more 
privileges than a person possesses by natural right. 
Now there would seem to be one other question to de- 
cide, and that, we think, the most important—whether the 
Legislature is the final judge of what is an unreasonable 
charge or an unjust discrimination. We do not find that 
Judge Tipton’s decisions discusses this point, though it 
decides it, by implication, in the affirmative. It main- 
tains that discriminations prohibited may be between 
places as wellas individuals, and says : ‘‘ The particular 
method by which this object [the prohibition of unjust 
discriminations] should be attained rests on'y in the dis- 
cretion of the Legislature. If it has the power to legislate 
on the subject at all, its legislation must control, whether 
courts deem the provisions wise or unwise.” 

This seems the weak part of the decision. It is ad- 
mitted that the Legislature possesses certain regulating 
powers, and that its prohibitions of unjust discrimina- 
tions and unreasonable charges must be enforced by the 
courts. But the railroad company pleads that its charges 
are reasonable and its discriminations just, and that any 
law of the State forbidding these is a violation of its 
charter. Will the court decide whether these charges 








are just and reasonable, or will it enforce any law what- 
soever of the Legislature on the subject ? It the latter, 
as Judge Tipton’s decision seems to imply, then the 
Legislature is the final judge as to the reasonableness of 
charges, and it may establish and enforce any rule that 
seems to it good. 

There is much to be said in favor of the rule of the law 
as applied to the case on which suit was brought, though 
the law itself is certainly not just. Put it in another 
form, and forbid the collection of a higher rate fora given 
distance from a terminus than is charged for a greater dis- 
tance from the same terminus, and the State might sub- 
mit the question to a tribunal of experts in transporta- 
tion with a reasonable hope of a decision in its favor. 
But the question is very much changed when we come 
to way stations; for it may easily enough cost the Chi- 
cago & Alton Company much more to carry goods 
at any given time one hundred miles from Lexing- 


ion =«©©southward than it does to carry’ the 
same amount the same distance from Chicago. 
The latter city is a great center of transpor- 


tation. There are cars there always, and freight also, 
It is rarely necessary to haul a car to Chicago empty to 
receive freight there. But only occasionally is a car un- 
loaded at Lexington. Cars may have to be hauled there 
empty from St. Louis, Bloomington or Chicago, to re- 
ceive the freight contracted for. There may be several 
traflic centers on the line of a road, but usually hauling 
freight from way station to station necessitates a more or 
less considerable hauling of empty cars. So, too, one 
part of aroad may be worked much more cheaply than 
another, while the interest on its cost is much less. It is 
not reasonable to require the Central Pacific to carry as 
cheaply over the Sierras, where the road cost a hundred 
thousand dollars a mile, two or three locomotives are re- 
quired with ashort train, and the wear of the road and the 
consequent cost of maintenance very great, as on a sec- 
tion rear Sacramento, where the road could be 
constructed for twenty-five thousand dollars a mile, one 
engine draws easily the longest train, and the wear is at 
the minimum. To haula car-load ten miles over the 
costly and steep line may cost as much as to carry it thirty 
miles over the cheap and level tine. 

But the justice of the law is not the important thing 
here. The decision seems to assert that the Legislature 
has the power to regulate rates, and that its judgment of 
their reasonableness is final. If this is the law, we must 
consider it a most unjust and unreasonable law. Should 
the Legislature assume to fix the price of flour, it would 
have no easy task, it is true, yet in Illinois it would repre- 
sent an enormous number of flour buyers as well as flour 
sellers, and the conflicting interests of two tolerably well- 
balanced bodies might tend towards an endeavor, at least, 
to make an entirely impartial decision. But how is it 
with the raiiroads ? Every individual in the State is 
a buyer of railroad service, and interested in having it 
sold at the lowest price, while the number of those who 
are interested in having the profits of railroads large is 
extremely smal]l. Then to make the Legislature the final 
arbiter of rates is like entrusting the duty of fixing the 
prices of a merchant’s goods to a committee of his cus- 
tomers ; for a Legislature is virtually a committee of the 
customers of railroad corporations. 

We do not believe that railroad companies should be 
free from all regulations and limitations. We recognize 
even that their nature and the character of their business 
so distinguish them from ordinary corporations as render 
them properly subject to special regulations and limita- 
tions; but to make their business subject to whatever 
regulations a Legislature may make seems to us the height 
of injustice and unwisdom. 

This decision, of course, being that of a Circuit Court, is 
not final, and of course the case wiil be carried to the 
Supreme Court of the State, and, doubtless, however it 
may be decided there, finally to the Supreme Court of 
the United States, the question being one of violation of 
the Federal Constitution, and the Railroad Commission- 
ers as well as the railroad company, doubtless, desiring a 
final decision, by which their authority and also the 
limits of future legislation may be definitely determined. 








New Locomotive. 





Mr. William Buchanan, the Master Mechanic of the Hudson 
River Railroad, has recently completed a new engine for the 
fast express passenger trafiic of his road. It is of the ordinary 
American plan, with 5} feet wheels and 17x24 inch cylinders. 
The fire-box has his patent ‘‘ deflector,” or ‘‘ water-table,’ 
which extends from the front tube-sheet, beginning below the 
tubes, upward to the back end of the fire-box, and divides the 
fire-box into two parts, which communicate with each other 
by an opening in the “‘ water-table” about the size and form of 
an ordinary furnace door. Through this all the gases of com- 
bustion must pass, and consequently the different currents are 
brought into close contact with cach other at that point. On 
entering the upper chamber of the fire-box, they separate as 
they are distributed into the tubes. They are, therefore, first 





brought into contact and then allowed sufiicient room for com 
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bustion to take place. At the same time, the solid portion of 
the fuel, which is carried up by the blast, is arrested by strik- 
ing against the water-table, andis thus exposed for a longer 
time, so that a more perfect combustion takes place than is the 
case if it is carried directly from the fire into the tubes. 

We had the pleasure, a few days ago, of riding on this en- 
gine from New York to Poughkeepsie, on the morning express 
train, which leaves the Forty-second street depot at 10:30. The 
distance is 73 miles, which is run in two hours and fifteen min- 
utes, without making a single stop. The tender has what is 
known among the men on the road as the “ jerk-water”—that 
is, the arrangement for taking up water while running. The 
time required for this was, by a watch, just sixteen seconds. 
About 1,200 gallons of water were taken into the tankin that 
time, or about 80 gallons per second. 

We took especial care to observe the operation of the fire-box 
and the combustion of the fuel, which was rich Cumberland 
coal. The engine started with a fire banked up almost level 
with the furnace door, and descending toward the tube sheet. 
During the first half of the run, the only time when any smoke 
was visible was for one or two seconds after a shovelful of coal 
was put on the fire. The time during which it escaped was so 
short that before the fireman could deposit a second shoveltul 
of coal all appearance of smoke would cease. During the lat- 
ter half of the journey, however, when it was necessary to re- 
plenish the fire with larger quantities of coal, more smoke was 
visible, but only while and for a very few seconds after fresh 
fuel was put on the fire. Altogether the combustion of fuel 
was most perfect, and there was less smoke from the coal 
used than we ever saw before. We have seen some very ex- 
cellent results with the Jauriet fire-box on one of the Western 
roads with Illinois coal. The engine was, however, managed 
with very great care, and by a very skillful fireman, It is but 
fair to say that the fireman of Mr. Buchanan’s locomotive 
was a very careful man, and evidently understood his business, 
although no especial effurt on his part was observable 
while we witnessed the operation of the engine. 

All the locomotives built for the Hudson River Railroad, since 
the advent of the Vanderbilt administration, have been made 
without any ornamental finish, and painted in the plainest way. 
In the construction of the one we are describing, Mr. Buchanan 
has for once allowed himself and his fancy a little latitude, 
and has put some ornamental work on it in the way of brass 
finish, and some not too gaudy paint. 

The fire-box is 60 inches long, the shell of the boiler 48 inches 


in diameter on the outside of the small rings, with 160 two-inch 
iron tubes 11 feet long. The boiler has a “ wagon-top” 12 inches 


high, with one dome over the fire-box. The cylinders are hori- 


zontal, cased with sheet-brass, and attached to a cast-iron sad- 
dle, after the manner of the McQueen engines. The front of 
the frame is a flat bar, similar to that used by the builder 
The guide yoke extends across the frame, similar to 
that first introduced by Mr. Mason, and now used by all build- 
The links are underhung. * The trucks have double equal- 
izing levers on each side, with center springs. The cab is 
The pumps are of brass, and have a 
very neat attachment for preventing the valves from thumping 
while running when the water is turned off. This a small cock 
with a very minute hole, attached to the heater pipes. The 
object is to allow the air which collects in the feed pipes to es- 
cape, and, it is said, it effectually prevents the thumping of the 
valves, which is always an annoyance to the locomotive run- 


named. 
ers. 


made of oak and walnut. 


ner, if not an injury to the pumps. 


The inside of the cab of this engine—which, by the way, is 
numbered 25—would delight the heart of all locomotive run- 
It has every convenience and comfort, and is kept in 


ners. 
good condition. 


The engine is an excellent specimen of the most advanced 
We re- 
gret not being able to give some accurate data with regard to 


practice in this department of American engineering. 


its fuel consumption, but may do so hereafter. 


It is run by Mr. Edward Stamford, assisted by Michacl Dono- 


hue, his fireman. 


' The Control of the Chicago & Northwestern. 








The Northwestern corner, no doubt, has left the North 
western Company’s railroads intact, but as to the control o 
them, that is another question. 
time Mr. Horace F. Clark and his associates, who are many o 
them directors of the Lake Shore & Michigan Southern Com 


pany, had been bnying Chicago & Northwestern stock for the 


purpose of securing the permanent control of the company 


At the same time, it is said, a party of Northwestern directors 
the 
to 


were operating for a fall in the stock, and 
success of the combination was partly due 
the final joining of the latter party to the former.. But now, i 


It is reported that for some 


Now, we will not say that the control of the Northwestern by 
Lake Shore directors insures the turning of all Northwestern 
traffic upon the Lake Shore road as against its rivals, old or 
new, but it is quite evident that such control will prevent the 
turning of all that traffic upon the Canada Southern, unless, 
indeed, the Canada Southern also should become a Lake Shore 
property. Apparently the most the Canada Southern can hope 
from the Northwestern, in case Mr. Clark and his associates 
should control it, would be a fair field and no favor, 
such as all the other eastern roads now have, 
Perhaps this is all it would have had in any 
case. The “Joy roads” west of Chicago, we all know, 
bring an enormous through traffic to that city which goes to 
other lines than the Michigan Central, though the Eastern and 
the Western Joy roads are, and have been for many years, sub- 
stantially under one controlling power. Events may arise, 
doubtless, which will change all this and determine largely the 
direction of traffic eastward according to the line west of Chi- 
cago which first receives it. But we are hardly justified in 
assuming that because the owners of a road from Chicago east- 
ward also control one from Chicago westward, therefore and as 
a matter of course the through traffic of the latter road will 
pass over the former. 








Light Freight «Car. 





Mr. C. A. Smith, the Master Car Builder of the Erie Railway 
(6-feet gauge), has just completed alight bes freight car in 
which he has attempted to reduce the weight to the lowest 
limit without lesseniag the strength where strength is required. 
For example, the axles weigh 400 lbs. each, and the wheels, 
which are 33 inches in diameter, weigh 530 each. The body of 
the car is 29 ft. 2in. long by 8 ft. 8 in. wide outside. The whole 
weight of the car is, notwithstanding the heavy wheels and 
axles, only 17,700 lbs. The inside dimensions are 28 ft. 8 in. 
long by 8 ft. 1 in. wide and 6 feet high, measuring from the top 
of floor to the under side of the rafters at theeaves. It there- 
fore has 1,390 cubic feet of space, and, calculating 15 pounds of 
freight for each cubic foot, would carry 20,850 lbs. of freight. 
If itis loaded with 26 pounds of freight per cubic foot, which is 
the quantity said to be carried on the Denver & Rio Grande 
(3-feet gauge) road, the new Erie car would carry 36,140 lbs. of 
freight, or more tian double its own weight, whereas the cars 
for the narrow-gauge are said to weigh 8,800 lbs., and to carry 
17,600, or just double their own weight. To do this 
the latter must be loaded with 26 lbs. of freight per 
cubic foot of space. It will be seen, therefore, that the gauge 
has very little to do with the capacity of cars, and that for a 
six-feet gauge they can be made to carry quite as much in pro- 
portion to their weight as for a three-feet gauge. As almost 
the whole argument in favor of the narrow gauge is based upon 
the assumed reduction of the dead-weight of the cars for such 
roads, the facts presented have much importance in that con- 
nection, as well as in their relation to the equipment used on 
roads of the standard 4 feet 8} inch and wider gauges. 
It has frequently been suggested in the pages of the Rart- 
ROAD GazeETTE that if a careful and intelligent effort were made 
to reduce the weight of cars, a very great reduction would be 
possible, without lessening their strength. Mr. Smith is the 
first car builder that has done this, and his car is well worth 
the attention of railroad managers, as it is designed and built 
with great skill, und is, we believe, quite as capable of perform- 
ing the duty required of cars in the service of the company with 
which he is connected as any others on the line. 





Record of Track Increase. 








We give in this number of the Ramroap Gazerre informa- 
tion of the construction of the following sections of new rail- 
road : ; 

Jackson, Lansing & Saginaw, extended northward 29 miles 
to the center of Otsego Lake, in town 30, north of range 3 west, 
Michigan, which vill be the winter terminus. Saginaw Valley 
& St. Louis, track laid from Swan Creek westward to a point 
within 8 miles of St. Louis, Mich. Fredericksburg, Orange & 
Culpepper, track laid from Fredericksburg, Va., westward 
14 miles to Parker's Store. Grand Rapids & Indiana, 
extended from Fyfe Lake, Mich., northward 10 miles. 
West Wisconsin, track laid on new line from Warren’s Mills, 
Wis., southeastward to a junction with the Milwaukee and St. 
Paul at Camp Douglas, a distance of 15 miles. Davenport & 
St. Paul, extended from Yankee Settlement northward to Straw- 
berry Point, Iowa, 8 miles. Detroit, Fel River & Illinois, ex- 


f 


f 


miles. Delaware, Lackawanna & Western—Utica Division, 
completed by the construction of a line from Norwich, N. Y., 


t | northward 9 miles to Midland Junction. Chicago & Northwest- 


tended from the late terminus at Denver, Ind., westward 16 


is understood, tho Clark party, if we may call it so, has control 





ofa majority of the shares ; and, as it is probable that a num- 


ber of the present directors will support them, it is not impor 
sible that this party will have a majority ef the directory afte 
the next annual election (in June). 


and Rock Island directors are directors also of the Canad 


Southern or the Chicago & Canada Southern, it has been 


quite generally inferred that the line from Chicago to Buffal 


formed by the latter roads would, when completed, receive all the 
through trafiic of the Rock Island and Northwestern, altogether 


about 2,500 miles of railroad, carrying most of the wheat and 
large share of the other produce received at Chicago 


and there have been many speculations as to the vast loss of 
traffic which the Michigan Central, the Lake Shore and the 


Fort Wayne roads would sustain when the Canada Souther 
would take all the Northwestern and Rock Island business, an 


the Canada Southern has been advertised as guaranteed an im- 
mense through traffic to begin with in the brsiness of these 


two great systems of railroads, 


If these reports are true, 
the effect will not be confined to the Northwestern and the 
Lake Shore. Owing to the fact that several Northwestern 


ern—Tipton Branch, completed by the laying of track from the 
junction with the Iowa Division at Stanwood south to Tipton, 
Iowa, 8 miles. 

This isa total of 109 miles of new railroad. 


r 








Tur IsLanp or SincaporeE, the southern Land’s End of Asia, 
andthe great midway station for steamers plying between 
China or Japan and India, has passed sufficiently under the in- 
fluence of the English to have become the practical terminus 
of a railroad which is to be 120 miles in length. It commences 
at Johore, a town on the mainland pposite, and is to be con- 
tinued on to Malacca, which is also British territory, The 
Maha Rajah, potentate of these dominiona, is a man of a liberal 
European education, and lends the project hearty assistance. 
The rails are to be made of teak instead of iron ; for a section 
ofa few miles running out fram Johare, though constructed 
several years, has continued in good repair. Itis estimated 
that the whole line of 120 miles, including raad-bed, equipments 
rolling stock and all, can be completed for $500,000. There is 
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teak rails is to the cogt of iron ag $10 to $75. The great 


an abundance of Chinese labor close at hand, and the cost of 


number of ships stopping here furnish a-market for immense 
quantities of fowls and vegetables, and the back country is rich 
in Chinese farms of gambier, pepper, sugar, sago, tapioca, 
ginger, cocoa, etc. The Singapore Europeans are miscrably 
roasting and melting under a year-long heat of 80 or 90deg., 
but this railroad will transport them 20 miles to the mountain 
Gunnong Pulai, om whose summit, as on the “ hill stations” of 
India, life is alone tolerable to men born beneath temperate 
heavens. And who knows but this Gunnong Pulai is the 
Ophir of King Solomon, and that a modern railroad train may 
one day thunder down the steaming coast of Malaya, laden with 
“gold, and ivory, and jewels, peacocks, apes and almug trees,” 
as were the camel-trains that went down to the ships of Jeru- 
salem ? 








Sr. Louis is complaining because the rates on cotton from 
Sherman, Texas (uear Red River), to St. Louis are higher than 
to Galveston, and calls on the Missouri, Kansas & Texas Railway 
to reduce its rates to an equality with those to Galveston 
Now, the distance from Sherman to Galveston is 380 miles, 
while to St. Louis it is 625 miles. It is true that it costs more 
per mile to haul freight on some lines than on others, but in 
this case the advantage is on the side of the Texas road, for 
about 280 miles of the Missouri, Kansas & Texas is across the 
Indian Territory, which contributes scarcely anything to the 
traffic of the road, so that the working expenses, maintenance 
and interest on cost for this part of the road must be made 
chiefly from through business. The Houston & Texas Central 
will be able to make the rate from Northern Texas to Galveston 
so low that to take treight at the same price to St. Louis would 
result in a loss to tae railroad companies. This by no means 
proves that no cotton will be taken to St. Louis from Northern 
Texas. Neither Galveston nor St. Louis are consumers of cot- 
ton, and at best they only receive to ship again. Galveston 
doubtless is a better point for foreign shipments,but for the 
cotton factories of the East, St. Louis may have an advantage ; 
and as the manufacture of cotton extends westward—as it does 
very slowly, we believe—of course this advantage will increase. 
With the Ohio or the Lilinois valley full of cotton factories, St. 
Louis would be likely to become a great cotton market ; but so 
long as there are very few such factories (comparatively) west 
of Pennsylvania, it will doubtless have to be content with very 
light traffic in that staple. 








Tue Srare or Onto, according to the report of the Secretary 
of State recently published, during the last year chartered 62 
railroad companies and 14 street railroad companies, the for- 
mer with an aggregate authorized capital of $69,400,009, the 
latter of $1,430,000. Also three railroad companies were author- 
ized to increase their capital stock by $870,000. The authorized 
capital of these railroad companies is nearly equal to that of 
all other companies incorporated in the State during the same 
period, 337 in number. The Secretary recommends'a general 
revision and codification of the laws regulating corporations, 
now 250 in number, and some of them indefinite or conflicting, 
One act authorizes railroad companies to increase their capital 
stock 50 per cent. and issue bonds for certain purposes, without 
making any public record of the matter ; another allows a rail- 
road company to issue stock without limit, and without public 
record, Under these laws several companies have increased 
their stock without making any record of it accessible to the 
public. 








Tre RarLRoaD WRECKER, we are rejoiced to say, has at last 
come to grief. At Des Moines, Iowa, on the 30th of November, 
two men, Henry Buff and George Brown, were sentenced to the 
Penitentiary for placing obstructions on the track of the Win- 
terset Branch of the Chicago, Rock Island & Pacific Railroad- 
Our joy, however, is tempered by a certain indignation at the 
shortness of their terms of imprisonment—only two years 
each. It may be said that this is enough, considering the fact 
that so many who actually succeed in killing their victims get 
off with no more punishment. But we insist that he who at- 
tacks a train-load of passengers, for no fault of theirs, real or 
fancied, is too dangerous to be let loose in any community 
where railroads exist. 





Tue Mexican Conoress, according to a telegram forwarded 
from Brownsville, on the 26th of November passed a bill au- 
thorizing the President to arrange with General Rosecrans the 
modifications desired by the company he representse—the Mex- 
ican National Railway Company—in the concessions heretofore 
granted to it, which we believe includes the abandonment 
of a certain line which it had first intended to construct, as 
well as subsidies for a new system of narrow-gauge railroads. 
We do not know if this is a final settlement of the contest be-~ 
tween this company and the International Company. 
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Tux Raz. Lwrorts into the United States for the eleven months 
ending with November were 186,084 tons in 1872 agains; 200,- 
123 tons in 1871, or enough probably for 2,115 miles of track this 
year and for 2,275 miles last year, The imports in November 
were very light—11,411 tons—but of this more than one-half 
was steel. The American production is doubtless much greater 
this year than last, and there has been, doubtless, a larger con- 
sumption than last year. The renewals alone ought to require 
two or three times the amount of these imports. 


Tue WESTERN AND SouTHERN Rariway Association is to 
investigate the methods of heating and lighting railroad cars, 
and it requests, as will be seen by an advertisement, that in- 
ventors and manufacturers send to its Corresponding*Secre- 
tary, in St. Louis, particulars of their different methods. They 
will hardly find a more interested or more influential body of 
men, and they will certainly do well, if they have anything that 
will bear examination, to bring their devices to the notice of the 
Association, The next meeting will be held in January. 
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American Society ef Civil Engineers. 





A regular meeting of this Society was held at its rooms in 
New York, on Wednesday evening, November 20. 

Mr. F. Collingwocd read a paper on “ Alcohol as an Illumin- 
ator in a Condensed Atmosphere ;” giving account of a com- 
parative experiment made in the west caisson of the New York 
Bridge with alcohol and candles, te test their relative illumin- 
ating power under a pressure of 31 Ibs. and at a temperature of 
80 deg. Fahrenheit. 

The emp had aloose cotton wick, jin. in diameter; the 
base of the flame was 2 in. above the surface of the alcohol ; the 
candle, of stearine, was 13 in. in diameter. 

There was consumed per hour—under pressure—six cubic 
inches of alcohol and § ounce of stearine ; and in the open air 
two cubic inches of alcohol and ¢ ounce of stearine. 

In the condensed atmosphere, the lamp burned with a clear, 
bright flame—not blue—without smoke, and gave three-fourths 
as much light as the candle, which smoked greatly. 

Taking into account the waste of stearine by flaring, and 
short pieces not burnt, with alcohol at $2 per gallon and candles 
at 28 cents per pound, for an equal amount of light, that from 
alcohol costs about twice as much as that from stearine. 

It is suggested that a mixture might be made of alcohel and 
some carbonizing fluid to burn without smoking in a condensed 
atmosphere, the proportions to be varied to correspond with 
the change of pressure. 

A paper by Mr. T. Guilford Smith, on ‘“ Coal-Cuéting Ma- 
chinery in England under the Present Prices of Coal,” was 
read, which presented the observations of the writer dnring 
the late grea¢ rise in prices of coal there. 

The efforts made in England so cut coal by machinery had 
not met with much encouragement until a comparatively recent 
date, when the demand for coal, increasing beyond precedent, 
gave the miners a chance to strike for higher wages. 

For some time there has been an increasing and alarming 
difficulty in obtaining » supply of coal at the great trade cen- 
ters, caused by disputes about working hours, the colliers’ 
strikes, the demand in new iron districts and in foreign coun- 
tries. 

In July last, London prices of coal were from 24 to 32 shillings 
per ton. Commenting upon this, the London EZvening Standard 
said: ‘‘A suggestion has been made, of which we heartily ap- 
prove, that the importation to foreign ports might be to a cer- 
tain extent checked by a reasonable export duty on the mate- 
rial which has been called the third necessity of life, the order 
running—bread, meat, coal. We may rely upon it that, what- 
ever impost we lay, the Russians would still be our customers ; 
but in addition to them and the Germans, the French, the 
Spaniards, the Austrians, the Italians, the Egyptians, and even 
the Americans, come to our markets. The French and the 
Italian governments coal their steam navies from our mines; 
so do most of the great trading companies of the Continent, 
and the principal packet lines. It is we who set going the 
locomotives of the Indian, of the Swedish, of the Danube and 
Black Sea, of the North Russian and of the Egyptian railways.” 

To determine the merits of the various coal-cutting machines 
naturally resorted to in this emergency, as a saving of hand 
labor, a competitive trial has been proposed, to take place at 
an early day. 

Probably no machine will in all cases be the best, and doubt- 
less many changes will be requisite to adapt an English ma- 
chine for use in American mines. 

The cost of coal-cutting in England varies from 4 to 4 the 
total cost of mining. 

Several machines were described at length: one, costing 
£160, driven in pairs by air-compressors costing £500, is said to 
do the work of 40 men in a 24 or 3 foot seam; it is 6 feet long 
and 2$ feet wide, and carries at one side a horizontal arm, 
around whieh passes an endless chain provided with strong 
steel cutters. These cut at the rate of 45 feet per hour. 

Another machine, operated by hydraulic pxessure, will, by 
means of a series of reciprocating cutters arranged upon a hor- 
izontal arm, cut 15 yards per hour, 4 feet into or under the 
coal, at any height or angle. Itis claimed that with this ma- 
chine a seam will yield 1,000 more tons of coal per acre than 
when worked in the usual manner. 

A third machine, costing £150 and also driven by compressed 
air, has cutters arranged like saw+teeth around a horizontal 
wheel 34 feet in diameter, which cuts into the seam 3 feet in 
depth. Its regular night’s work was a groove 120 yards long, 
8 inches wide and 34 inches deep, the proportion of slack to 
eoal being but 1 to 10. 

Other machines similar in character were mentioned, alsc a 
rock drill invented by Gen. Haupt, of Pennsylvania, which after 
twenty-two modifications is now capable of drilling a 2-inch hole 
in granite at the rate of 6 inches per minute. 

Should the prices of coal quoted continue for any time, our 
American fields may have a chance to ship their products into 
new channels, Nova Sootia having already taken the lead. In 
October orders transferred from Liverpool, England, were re- 
caiyed in Georgetown, D.C., for large quantities of Cumberland 
‘oal t» be shipped to Bombay, Aden, Egypt, Rio Janeiro, and 
\ arious foreign ports. 

Mr. J. Dutton Steele remarked, through the Secretary: Coal- 
eatting machinery has not thus far been introduced into this 
country. The operation of cutting coal is chiefly confined 
to cutting a deep groove or channel in or under the 
veins, so that the miners may pry down the coal that is 
above it. Generally but one such groove in a vein is required ; 
the ‘cost of cutting per ton of coal will therefore be inversely as 
the thickness of the veins. The English veins referred to are 
2tt. 10in, and 2ft. din. thick. Workable American bituminous 

veins are from four to eight feet thick, and our anthracite veins 
from twenty to even fifty feet, which will account to some 
extent for our indifference relative to coal-cutting machinery. 

There is another reason:—powder is freely used by our 
gainers. It ig logs work to blast out the bottom of the veins 


than to cut under them, but more wasteful. If powder repre- 
sents the minimum of labor, cutting‘under represents the mini- 
mum of waste; nor is waste the only objection to the use of 
powder ; it vitiates the air, and occasionally sets fire to the 
mines. 

With cutting machinery, compressed air as a motor will be 
introduced into the mines, whereby the ventilation will be im- 
proved, and the liability to fire reduced. In the anthracite re- 
gions pumping and hoisting engines, with their steam boilers, 
are put under ground, and shafts cut out hundreds of feet 
above them for the escape of smoke and steam. Inextinguisha- 
ble fires in the mines are the indirect result of this practice. 
Steam should be made. upon the surface, and there used to 
compress air to drive the engines below. 

I think machines working by impact are preferable to those 
having rotary cutters. One weighing six hundred pounds, and 
supplied with a circular inch of air at fifty pounds pressure per 
square inch, will strike three hundred. blows per minute, each 
with a force of three hundred pounds; and with suitable cut- 
ters it should cut under rapidly. By changing the cutters the 
machine could drill ranges of holes which would aid in breaking 
down the coal. Thereby the waste, liability to fire and the cost 
of mining would be largely reduced, and the mining interests 
be more independent of labor. 

Mr. Miles Coryell remarked: “ Without doubt coal-cutting 
machinery, when further developed and perfected, will be use- 
ful in mining bituminous coal ; it, however, does not seem ap- 
plicable to the hard anthracite veins of this country. 

It is hoped that the use of steam or compressed air, wherever 
it can take the place of manual labor, will aid in subduing the 
lawless spirit among the miners, who now work and control our 
mines. Mine-owners generally are not sufficiently interested 
in improvements, and do not appreciate the need of a cheaper, 
safer and less wasteful system, which, with wise encourage- 
ment and moderate pecuniary aid, would surely be developed. 

In anthracite mines the seams are irregular and the coal of 
variable hardness, sometimes interspersed with sulphurets 
which resist almost any cutting tool. The diamond drill has 
been profitably used for drilling long holes between ‘“‘ breasts.” 
With it openings can be made through which noxious gases 
will escape ; it is also of service in determining the position 
and depth of veins. 

More attention should be paid to improving the means 
of transportation in the mines; a locomotive with large steam 
capacity might be economically employed to draw the cars by 
day, and to drill holes for mining by night. 

The Secretary exhibited models and drawings of machines 
for boring and drilling rock, and specimens of work done, ex- 
plained the methods, and stated the cost of operating each. 

Professor De Volson Wood generally reviewed the history of 
rock drilling by power. He also announced the difficulties sur- 
mounted and yet to be overcome, and the results already se- 
cured. 

A discussion followed, partieipated in by most of the mem- 
bers present. The subject of coal cutting and rock drilling by 
power will be taken up again at a future meeting. Members 
and others are asked to communicate meanwhile with the Secre- 
tary, for presentation then to the Society, whatever professional 
experience they may have in the matter. 








The Master Car Builders’ Association. 





The following circulars have been issued by the Association : 
INTERCHANGE OF CARS, 
Master Car BuiLpErRs’ ASSOCIATION, 
SECRETARY'S OFFICE, July, 1872. t 
To Railway Managers and Superintendents : 

GENTLEMEN—At the annual meeting of this Association, held 
in the city of St? Louis on the 12th and 13th of Juue, 1872, the 
subject of the interchange of cars and the difficulty attending 
the adjustment of damages and cost of repairs was fully dis- 
cussed, and the following report of a committee adopted. The 
Secretary was instructed to transmit a copy of the same to 
managers and superintendents of railroads for their considera- 
tion and approval, and to request that the conditions and rules 
therein specified for such interchange of cars be adopted and 
adhered to by all roads during the current year, or until the 
next annual meeting of the Association, when any amendments 
or modifications that may be deemed necessary can be consid- 
ered and acted upon. ‘Trusting that the importance of the 
subject will commend it to * sages earnest consideration, 

Iam, very respectfully, your obedient servant, 
LEANDER GAREY, Secretary. 
Repor:. 

GENTLEMEN OF THE CONVENTION: The Committee on the 
subject of Interchange of Cars beg leave to submit the follow- 
ing report : 

st. All parties interchanging cars shall keep such cars in as 
perfect order as possible. 

2d. Any railroad company receiving the cars of other companies 
for the purpose ofrunning them over its road, or otherwise usin, 
them, will be required to return the same in as good genera 
condition as they were in when received; or if this be not 
done, the necessary cost of restoring them to such condition 
will be charged to the company so receiving, running, or using 
them. In order to prevent,when cars are returned, any ques- 
tion as to the condition they were in when they left the com- 
we line to which they belonged, notice should be given by 
he company receiving them, at the time they are received, of 
any particular thiag that may be deemed as constituting a lack 
of fair condition. Any repairs made to through-cars while in 
the use or possession of any company must be at the expense 
of that company; and no claims for repairs to through-cars 
will be allowed. An exception will be made, however, ag to 
wheels and axles, if proken by fair usage ; all companies shall 
~ such new wheels or axles, less the value of the ones 
broken. ; 
3d. All other repairs required, through fault of a company 
when the cars are being hauled over its road, are to be made 
by and done at the expense of such company ; and cars shall be 
closely watched and inspected at the terminus of each road or 
division ; and when repairs are needed, they shall be perma- 
nently and thoroughly made. 
4th. Each road is to deliver the cars to connecting road in 
good running order. 
5th. Whenever any company repairs such cars, of whatever 
brand or kind, such repairs shall be made in a permanent man- 
ner, and after the style adopted by the road contributing the 
cars ; and when castings or other parts are made, to replace 





those broken or lost, they are to be made the same as the 


originals. If forgings and buffers, or other parts are made, 
they shall be of the style and pattern of the original in the 
cars. 
6th. In order to give good dispatch to movement of cars, it 
shall be the first duty of the car inspectors, as soon as the car 
arrives at a terminal station of any road, to see that it is in 
ood running order, and ready to deliver; and in case the de- 
livering and receiving inspectors disagree as to the condition 
of a car, the case is to be immediately referred to the superin- 
tendents or their representatives. : 
7th. Each company is to treat such cars of other roads, when 
on its roads, in reference to repairs, oiling and packing of 
boxes, in same manner as its own are treated. P 
8th. In case a car under load, in transit, has defects that do 
not render it unsafe to proceed on its journey before being re- 
paired, the inspectors may make a note of such defect, and 
such car will be received back in same condition, and may be 
receipted for in bad order ; but all such cars shall be returned, 
without load, to the road on which the damage was done, for 
repairs. . 
Sth. In case cars are destroyed on any other line than that to 
which they belong, it shall be the duty of the car-master of 
such road to immediately notify the car-master of the road 
owning such car of the date of igs demolition, giving the num- 
ber and style of such car or cars, and trucks, whether of wood. 
or iron. 
10th. In settling for cars destroyed on any line other tham: 
that to which they belong, the cost of the car shall be taken. 
less the value of iron as scrap, deducting ten per cent. per year 
for each year that the car has been in use from that amount, 
and the balance shall be considered the value of the car de- 
stroyed. In case the demolition does not extend to the trucks, 
the trucks may be returned at a proper valuation. 
Respectfully submitted, 
JouN Krirpy, } 
Lake Shore & Michigan Southern 
Railway, 
D. Horr, 
Toledo, Wabash & Western Railway, 
F. D. ApAms, | 
Boston & Albany Raiiroad, 
J. L. HackaTnorn, 
Kentucky Central Railroad, 
JOSEPH JONES, 
New York Central & Hudson River 
Railroad, | 
R. 8. RamseEy, | 
Pennsylvania Railroad, J 


STANDARD AXLE, JOURNAL, AND OIL BOX. 
Morrisania4, November, 1872. 


} Committee. 


To Master Car Builders: 

To all practical men who are called upon to repair the 
‘through ” cars on any of our trunk lines, it is apparent that 
the want of uniformity in those parts which need repairs is one 
of the greatest obstacles in the way of forwarding freight 
promptly and without delay. This 1s especially true of those 
parts which are subjected to the greatest wear, and require the 
moat frequent renewal. Probably the breakage of wheels and 
axles, and the heating of journals, cause more delay and trouble 
than all the other disorders to which cars are subject. The im- 
mense yearly increase, not only in the number butin the variety 
of cars with which our roads are equipped, of course increases 
the evil intthe same proportion. The Master Gar Builders’ As- 
sociatioun—under the eyes of whose members these evils are 
most distinctly presented—have determined to make an effort 
to obviate the ditiiculty, and with that end in view appointeda 
committee at their last annual convention to carefully examine 
this subject, and if possible present to the next annual meet- 
ing of their Association a standard form and size of axle, jour- 
nal-bearing aud oil box, adapted to the service of the largest 
possib.e number of cars now réquired on our roads. 

The journals of car axles now in use vary in size from 3 to 4 
inches in diameter, and 5 to 8inches in length. The Commit- 
tee are of opinion that an axle of standard form and dimensions 
could be adopted which would fulfill all the requirements of 
those axles which now vary so much in size. In order that 
they may be able to fix upon the best form and proportions for 
@ standard axle which wiil be best adapted to the requirements 
of the traffic of American roads, they desire that all Master Car 
Builders and others interested should reply to the following 
inquiries : 

ist. If there were no car axles now in use, what size would 
you recommend tor the diameter and length of journal for a 
standard axle for 4 feet 8} inch to 4 feet 10 inch gauge roads? 

2d. What for the diameter of the axle at the wheel seat? 

3d. What for the length of axle between the outside collars ? 

4th. What kind of brass bearing ; flat top or centre bearing, 
with wedge or without wedge (or key) ? 

5th. What for the diameter at the center of the axle? 

6th. Please give the Committee any additional information or 
suggestion which you may think will be of assistance to them 
in making a report on this subject. 

The Committee also desire to collect information which will 
enable them to determine upon the best form and dimensions 
for a standard car axle, oil box and journal-bearing, and to that 
end request you to forward to them, as early as practicable, 
either an accurate drawing showing the construction of the 
standard box you are now using, or, if that is not convenient, 
to send a complete box and bearing fitted up ready for use. 
Each drawing or box sent should have the name of the road 
from which it came marked on it distinctly and in full, and not 
the initials only. 

All communications should be addressed to Mr. F. D, Adams, 
the Chairman of the Committee. 

Answers to the above questions are requested at once, to en- 
able the se to prepare their report as early as possible. 

. ADAMS, 
Boston & Albany Railroad, Spring- 
field, Mass. 
D. Hoyt, 
Toledo, Wabash & Western Railway, } Committee. 
Toledo, Ohio. 
J. Krrsy, 
Lake Shore & Michigan Southern 
Railway, Cleveland, Ohio. } 
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The Oawood Swage Block. 


InJuly, 1871, Judge Drummond of the United States Circuit 
Court in Chicago, decided the validity of the patent issued to 
Cawood for a swage block, and the points of construction cov- 
ered by the patent. The owners of the patent charged that 
sundry machines used by various railroad companies in repair- 
ing rails were infringements of the Cawood patent. The cause 
was referred to Henry W. Bishop, of Chicago, to report as to 
what machines were infringements of the patent, and as to the 
damages in each case. This Master in Chancery finds, first, 
that all the machines used by the companies sued do infringe 
the plaintifi’s patent ; and as to damages, that there is due to 
complainant for the use of his patent the following amounts: 
From the Illinois Central Railroad Company, $331,150.40 ; Pitts- 
burgh, Fort Wayne & Chicago Railway Company, $76,134.50 ; 
Chicago, Burlington & Quincy Railroad Company, $78,158.63 ; 
wee Southern & Northern Indiana Railroad Company, 
$935,115.97 ; Chicago & Alton Railroad Company, $129,173.18. 
Total, $1,549,732.68. This calculation was based on the average 
number of feet mended per day, which is 7} feet per day by the 
mew process as compared with 23 feet by the old or anvil 





process, 
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@eneral Railroad Mews. 


ELECTIONS AND APPOINTMENTS. 








—We are Officially informed that the following are the 
changes intended to be made in the staff of the Great Western, 
on the retirement of Mr. William Wallace from the assistant 
superintendency. The a 
business necessitating the division o 
line, the office of Assistant Superintendent will not be continued 
as heretofore. Mr. M. D. Woodford, as Assistant General 
Superintendent, will have his head office at Windsor, and take 
charge of the traflic department from London, inclusive, west. 
Mr. pt Taylor, as General Superintendent’s Chief Assist- 
ant, will have similar powers on the whole of the remainder of 
the main line east of London, and the Wellington, Grey & Bruce, 
Brantford and Toronto branches. He will continue to occupy 
his present office. Mr. Webster will have charge of the train- 
men on the Eastern Division. 


—The stockholders of the New York City Rapid Transit Com- 
pany held their first annual meeting Friday, November 29, at 
the company’s offices, No. 25 West Fourth street. The following 
gentlemen were unanimously elected directors for the ensuing 
year: Messrs. Augustus Schell, Cornelius Vanderbiit, Horace F. 
Clark, Harry Allen, W. H. Vanderbilt, James H. Banker, Joseph 
Harker, Nicholas B. La Bau, William Butler Duncan, Edwin D. 
Worcester, William K. Thorn, Allan Campbell and Francis P. 
Freeman. Mr. Cornelius Vanderbilt was subsequently elected 
President of the board, and Mr. -Worcester, Secretary. 

In this directory Messrs. Scheil, Vanderbilt, Clark, W. H. 
Vanderbilt, Banker and Harker, are directors of the New York 
Central & Hudson River Company, and also of the New York & 
Harlem. Mr. Worcester is Secretary of the former company. 
Mr. Duncan is a director of the Erie Railway Company. 


—ItGeneral Horace Porter, Private Secretary of President 
Grant, has accepted the vice-presidency of the Pullman Palace 
Car Company. 

—At a meeting of the stockholders of the Traverse City Rail- 
road Company, held at Traverse City, Mich., November 6, the 
following directors were chosen: Geo. W. Cass, of Pittsburgh, 
and P. Hanna, M. Bates, W. H. C. Mitchell, D. C. Leach, 8S. 
Barnes aud J. D. Harvey, all of Traverse City. The directors 
subsequently elected officers as follows: Perry Hanna, Presi- 
dent; Thomas T. Bates, Secretary; Charles A. Crawford, 
Treasurer. 


—At a meeting of the directors of the Port Huron & Saginaw 
Valley Railroad.Company, held at Port Huron, Mich., November 
16, Daniel B. Harrington was chosen President; John Miller, 
Treasurer, and Henry Howard, Secretary. 


—D. W. Thomas has been appointed contracting agent in 
St. Louis for the St. Louis, Kansas City & Northern Railway 
Company. 

—Col. Joseph P. Mosby, of Fayette, Tenn., has been appoint- 
ed a director of the Memphis & Charleston Railroad Company 
on behalf of the State of Tennessce. 


—Mr. Robert Mulock has been appointed Superintendent of 
the Portage Lake & Lake Superior Snip Canal in place of Mr. 
Isaac Otis, resigned. 

—The directors of the Mineral Range & L’Anse Bay Railroad 
Company are as foliows: J. A. Close, R. M. Hoar, P. Scheuer- 
man, Jacob Baer, W. H. Streeter, M. M. Moralle, Edward Ryan, 
P. Ruppee, William Harris, J. R. Deveraux and Charles G. Hol- 
Jand. Mr. Holland is President; O. W. Robinson, Secretary 
and Treasurer, and J. C. Sharpless, Chief Engineer. 


—There was a meeting of the Board of Trustees of the St. 
Louis & Southeastern Railway Company (Consolidated), at 
Evansville, Ind., November 27, at which Gen. Edward F. Winslow 
was chosen Presidentan®General Manager ; Gen. J. H. Wilson, 
Vice-President ; and Charles W. Gardiner, Secretary and Treas- 
urer, for the year ensuing. An Executive Committee was 
formed, and Samuel Bayard, J. F. Alexander and Charles W. 
Gardiner were chosen to act with the President as such Com- 
mittee. 


—A general order from the Great Western Railway Company 
of Canada announces the resignation of his posltion as Chict 
Engineer by Mr. George Lowe Reed, and his appointment as 
Consulting Engineer, and the appointment of Ne John Ken- 
nedy as Chief Engineer, beginning December 1. Mr. Kennedy’s 
office is at Hamilton, Ontario. 

—William Wilcox, for many years conductor on the Shore 
Line, has been appointed Superintendent of the Shore Line 
Division (New Haven to Stonington) in place of Sereno H. 
Scranton, resigned. 

—Mr. A. L. Mortimer, who has been Chief Engineer of many 
new Western railroads, has been appointed Chief Engineer of 
the Illinois Division of the Chicago, Rock Island & Pacific Rail- 
road, with headquarters at Chicago. 

—The stockholders of the Big Sandy Valley Railroad Com- 
pany met in Covington, Ky., November 14, and completed the 
organization of the company by electing the following direc- 
tors: James H. Laws, Hugh Colville, O. D. Campbell, Cincin- 
nati; E. Hulbert, Atlanta, Ga. ; C. H. Howland, St. Louis; G. 
S. Schwenk, Nashville, Tenn.; D. E. Small, York, Pa. The 
directors subsequently elected J. H. Laws President, oC. H. 
Howland Vice-President, Hugh Colville Treasurer, and B. F. 
Babcock Secretary. 

—Nathaniel Sands has been elected President and H. R. Hul- 
burd Treasurer of the Kentucky & Great Eastern Railroad 
Company. 

—W. K. McFayden has been appointed Superintendent of the 
Southern Division, and A. M. Nichols Superintendent of the 
Northern Division of the Chicago & Michigan Lake Shore 
Railroad. 

—Oharles J. Robinson has been appointed Auditor of the 
Southern Pacific Railroad of California, in place of 8. J. Lansing, 
resigned. 


—J. C. Manley has been appointed General Agent for the 
Northwest of the Central Railroad of Iowa, with headquarters 
at Minneapolis, Minn. 8. W. Gilman has been appointed As- 
sistant Treasurer of the same company. Mr. Manley has been 
Master of Transportation at Marshalltown, Iowa. 

—Mr. George Webb, long Superintendent of the Catawissa 
Railroad, has been appointed General Manager of the lines op- 
erated by the Pittsburgh, Cincinnati & St. Louis Company, to 
fill the vacancy caused by the resignation of Mr. Layng. His 
office will be at Pittsburgh. 


—George Skinner has been appointed General Superintend- 
ent of the Louisville, Cincinnati & Lexington Railroad, in place 
of J. E. Gimperling, who recently —— to accept the super- 
— of the Indianapolis, Bloomington & Western 
road. 


—Charles E. Gorham has been appointed Assistant General 
Manager of the Western Division ef the Pittsburgh, Fort 
Wayne & Chicago Railway, from Crestline to Chicago ; the 
Grand Rapids & Indiana Railroad, the Michigan Lake Shore 
Railroad, and the Cincinnati, Richmond & Fort Wayne Rail- 
road, with his office at Fort Wayne, Ind. “Mr. J. D. Layng has 
been appointed Assistant General Manager of the Eastern Di- 
vision of the Pittsburgh, Fort Wayne & Chicago Railway, from 


increase in the company’s 
the superintendency of the 


Pittsburgh to Crestline; the Ashtab Youngstown & Pitts- 
burgh, and the Erie & Pittsburgh and of the con- 
struction ef the Mansfield, Coldwater & Lake Michigan 





Tiffin & Toledo railrozds, with his office at Pittsburgh, Pa. 
Mr. Gorham has been heretofore Superintendent of the Western 
and Mr. Layng of the Eastern Division of the Pittsburgh, Fort 
Wayne & Chicago Railroad. 

—John 8. Barbour has been re-elected President of the 
Orange, Alexandria & Manassas Railroad Company. 

—B. Du Pont has been chosen President of the Elizabeth- 
town & Paducah Railroad Company, in place of 8. B. Thomas. 

—Jobn B. Foley has been appointed General Ticket Agent of 
the Fort Wayne, Jackson & Saginaw Railroad, in piace of 
Robert Rillie, who has accepted a similar position on the 
Detroit, Hillsdale & Indiana and the Detroit, Kel River & Lili- 
nois roads. 








PERSONAL. 





. 


—Mr. Charles E. Greene, the new Professor of Civil Engi- 
neering in the University of Michigan (succeeding Professor 
De Volson Wood), is a graduate of Harvard College, served 
four years inthe army during the late war, was graduated af- 
terwards from the | emer = usetts Institute of Technology (in 
the same clags with the late F.” R. Firth), and since has served 
onthe United States engineering works at Portland, Me., as 
Resident Engineer of the Bangor & Piscataquis Railroad, as 
City Engineer of Bangor, and has also practiced as Consulting 
Engineer at Portland. Thus to his unusually thorough aca- 
demical and professional education he has added an unusually 
varied practice, and is thus exceptionally well furnished for in- 
structing engineering students and making them efficient in 
practice as well as sound in theory. The University has always 
a large number of engineering students, and it is fortunate in 
finding for them so capable an instructor. 


—Nathaniel Morton, President of the Stoughton Branch Rail- 
road Company, had both his feet cut off at Canton, Mass., No- 
vember 25, while jumping from a train in motion. Mr. Morton; 
who is 70 years old, is not expected to recover. 


—Gideon Mayo, Esq., of Orono, Me., has resigned his 
tion as a director of the European & North American Rai 
Company. 

—Mr. Samuel Marsh, who was one of those engaged in the 
construction of the Erie Railroad, and was for twenty years its 
Vice-President, and was also interested as a contractor or 
otherwise in the construction of the Delaware, Lackawanna & 
Western, the Central of New Jersey, the Atlantic & Great West- 
ern and the Green Bay and the Lake Pepin, died at the Astor 
——— (where he had lived for 30 years), New York, Nov- 
ember 30. 


—The Evansville Journal of November 28 says: ‘‘ We learn 
that General J. F. Boyd has tendered to General Winslow his 
resignation of the position of General Superintendont of the St. 
Louis & Southeastern Railway (consolidated), and that this 
resignation may be accepted, though with great regret on the 

art of the President and company, as the conduct of affairs by 
General Boyd has been very satisfactory to all parties inter- 
ested, and has resulted ina strong feeling of confidence and 
harmony between officers of the railroad company and General 
Boyd.” It is understood that General Boyd resigns to enable 
him to engage in a new field of labor. 

—Mr. M. D. Woodford, who has lately resigned the position 
of chief of the telegraph department of the Michigan Central 
Railroad to accept that of Assistant General Superintendent of 
the Great Western Railway, was recently presented with a 
handsome bookcase, filled with choice books, valued altugether 
at about $600, by a number of the employees of the Michigan 
Central road. 


osi- 
way 








MISCELLANEOUS. 





—One John J. Hatch, of Wells, Maine, was angry because the 
Boston & Maine Railroad Company refused to pay his claim 
for certain land damages, and he expressed his wrath by shoot- 
ing at the engineer and fireman of a construction train, ap- 

arently willing that the company should suffer vicariously. 
He has been arrested and held to bail. 

—During the prevalence of the horse disease in Western Mas- 
sachusetts the accommodating conductors of the Vermont Cen- 
tral trains along the New London Northern stopped their trains 
to leave passengers at almost every crossing. 








TRAFFIC AND EARNINGS. 





—The shipments of coal from Brazil and Knightsville, Ind., 
the shipping points for the block coal fields of Vigo County, for 
the month of October were 2,963 car-loads, or about 35,000 
tons. The shipments for the ten months ending October 31 
were 28,742 cars, or about 340,000 tons. 


—The shipments of coal over the Columbus & Hocking Valley 
Railroad to Columbus, O., and points beyond, for the month of 
October were 5,163 cars, or about 62,000 tons. The shipments 
for the ten months ending October 31 were 39,461 cars, or 
about 474,000 tons. 


—The earnings of the Kansas Pacific Railway for the third 
week in November were : from passengers, $19,124.80; freight, 
$42,247.19; mails, $2,055.31; total, $63,427.30. Of this amount, 
$2,387.72 was for transportation of troops, mails and govern- 
ment freight. 


—The earnings of the St. Louis & Southeastern Railway (con- 
solidated) for the third week in November were $24,361.74. 


—The earnings of the Erie Railway for the week ending No- 
vember 23 were: 1872, $421,912; 1871, $399,119; increase, 
$22,793, or 53 per cent. 


—During the year ending September 30, the Rensselaer & 
Saratoga Railroad carried 664, passengers and 557,000 tons 
of freight. This was equivalent to 17,241,410 passengers and 
20,451,800 tons of freight carried one mile. 


—tThe earnings of the Union Pacific Railroad forthe month 
of October were : 1872, $863,754; 1871, $777,363 ; increase, $86,- 
392, or 11} per cent. 


—The earnings of the Great Western Railway of Canada for 


the week ending November 8 were: 1872, £26,719; 1871, £22,- 
079 ; increase, £4,640, or 21 per cent. 


—The earnings of the Grand Trunk Railway for the week 
ending November’ 9 were : 1872, £39,100 ; 1871, £40,200; decrease, 
£1,100, or 23 per cent. 








CHICAGO RAILROAD NEWS. 





Qhicago, Kankakee & Cincinnati. 

We have heretofore noted the opening of this new route, 
formed of the Illinois Central from Chicago to Kankakee, 56 
miles; the new Cincinnati, Lafayette & Chicago from Kanka- 
kee southeastward to Lafayette, Ind., 75 miles (including 18 
miles of the Lafayette, Muncie & Bloomington Railway be- 
tween Lafayette and Tem leton, over which it has run- 
= J rights), and the Indianapolis, Cincinnati & Lafayette 
Railroad from Lafayette to Cincinnati, 179 miles, making the 
line between Chicago and Cincinnati 310 miles long. A cor- 
respondent gives the following account of the origin and prog- 
ress of the ——— of the line, the Cincinnati, Lafayette & 


0 : 
“For several years the owners of a large tract of land in 





——=>>— ———————SSS 
Behton County, just west of Lafayette, have had a standing 
offer to grade, bridge and tie ten miles of road through their 
land for any company that would build a road through this 
rich country and give them an outlet. As this proposition had 
remained open several years, the gentlemen themselves, Messrs. 
Adams, Earl and M. Fowler, of ayette, Ind., owners of this 
large tract ofland, finally concluded to take the matterin their 
own hands and build the road. In connection with Gustavus 
Ricker & Co., of New York, a road was undertaken and built 
within the last year from Lafayette, Ind., to St. Anne, IIL, a 
distance of 65 miles, and thoroughly equipped and put in first- 
classorder. As there has never been a through line between 
Chicago and Cincinnati that answered the requirements of the 
public, these gentlemen concluded to extend their line a dis- 
tance of eleven miles from St. Anne to Kankakee, there form- 
ing a junction with the Illinois Central, one of the best railroads 
in the West, supply the missing link between Chicago and Cin- 
cinnati, thus making the best through line that has ever been 
opened. With their usual “ go-aheadativeness,” the 11-mile 
link, although not a rail was laid the first day of August, was 
put through and completed, and fast trains put on by the 25th 

y of August, or within 21 working days from the day the first 
spike was driven.” 

On this line passenger trains are run without change of cars 
between Cincinnati and Chicago, conductors being changed 
only at Lafayette, the time from Chicago to Lafayette being 4 
hours and 50 minutes, to Indianapolis 7 hours, and to Cincinnati 
12 hours. For freight the time is 12 hours from Chicago to 
Lafayette, 20 hours to Indianapolis, and 36 hours to Cincinnati. 
Our correspondent says that “‘nearly the entire freight and 
passenger business between these two cities is done by this 
line ;” but we believe that the Pittsburgh, Cincinnati & St. 
Louis still has business for its Cincinnati trains, andthe Mich- 
igan Central receives some. The former's route is only 293 
miles long, and it has had, until recently certainly, most of the 
business. The entire Cincinnati business, however, is not very 
large, and it is important to the railroads chiefly as adding to 
their gross business, the profits coming chiefly from local and 
eastern traffic. 


Illinois Central. 


The new route to Cincinnati by way of Kankakee is becomin; 
popular. Both the freight and passenger business has exceed 
the highest expectations of- those who pianned and arranged 
this new route. This company is at present shipping large 
quantities of pork south, having sent within the past three 
weeks about 16,000 barrels to New Orleans, 


Michigan Oentral. 

The general offices of this company have been removed to 
their rebuilt structure near the corner of South Water street 
and Michigan avenue. The building is two stories in height, 
and is built upon the same foundation as the preceding build- 
ing, and a portion of the old walls have been retained. The 
General Superintendent and the general and local freight 
agents have their offices in the second story, while the cashier 
and his assistants will occupy the main portion of the first 
floor. The rooms have been fitted up in very fine style, with 
all the conveniences and improvements. 

The company during this year will have expended about 
$3,000,000 in improvements of road and additions to rolling 
stock. The largest part of this is for new second tracks, of 
which there will be about 82 miles, and steel rails. About 16,000 
tons of the latter will be laid, one-half in the new track and 
the other in renewals of the old track. It has also added very 
largely to its equipment, no fewer that 40 locomotives and 800 
freight cars having been procured during the year. Thus it 
will be prepared to do promptly a very much larger business 
even than that which almost overwhelmed it last winter; and 
the prospect is that it will have very much more to-do. Its 
second track between New Buffalo and Michigan City is now in 
use, and by the close of the year only 57 miles of the main line 
will have a single track only. 


Pittsburgh, Cincinnati & St. Louis. 

The noon train on this road has been withdrawn, and the 
afternoon accommodation train now leaves the city at 4:40, go- 
ing as tar as Logansport, Ind. 


Chicago & Alton. 


The first step in testing the new railroad law of Illinois has 
been taken in a decision recently rendered in the Circuit Court 
at Bloomington against the company, for charging more per 
thousand for carrying lumber from Chicago to Bloomington 
than from Chicago to Lexington, the latter town being nearer 
to Chicago than Bloomington. It goes to the Supreme Court 
of the State. 


Hotels. 


Within a few months Chicago will be the best-provided-for 
city in the way of hotels of any city in the West, at least. 
the old hotels are in process of reconstruction, and, without a 
single exception, on enlarged and every way improved plans. 
The Sherman, Briggs, Pacific and Matteson houses are all 
completed exteriorly and will be opened early in the spring. 
The Orient is done, and will be opened in about a week. The 
Clifton House is rapidly rising, and will have more than double 
its former capacity. with the Matteson House, while the 
Sherman is one story higher than before. The Tremont 
House is rising as rapidly as the cold weather will permit; 
while on the great Palmer House, which has risen to the 
completion of its sixth story, work will proceed no further until 
next season. By midsummer next season, Chicago will be well 
provided with hotels again, a fact of no little importance in 
connection with the great railroad passenger business center- 
ing in this city. 





OLD AND NEW ROADS. 


Texas & Pacific. 

The San Diego (Cal.) Union, of recent date, says : 

“Yesterday morning Wheeler Durham, who has been in 
charge of one of the Texas & Pacific Railroad surveying parties 
operating in New Mexico and Arizona, arrived in town from the 
latter Territory. Mr. Durham left his party at the cafion of 
the Gila, about ten miles above Florence, on the Gila River. 
The party was then operating in the direction of Marico 
Wells, which place they expect to reach about the end of the. 
present week. The division with which Mr. Durham was con- 
nected is under charge of Colonel George Wolcott, Division 
Engineer. At Maricopa Wells the labors of this division are 
finished. We have the following interesting account of the 
character of the lines run by this division, furnished us by Mr. 
Durham : 

“The line starts at Fort Bliss, Texas, and runs up the Rio 
Grande 35 miles. There is scarcely any work on this part of the 
road except in the cafion of the Rio Grande and in ascending the 
mesa. The line then traverses the plateau of the Sierra > 
with no heavy work except in crossing a few arroyas ; for miles 
no grading whatever will be necessary. From the pass of the 
Pinaleno Mountains, through Railroad Pass, down the arroya 
of the Arivaypa River to the head of the cafion, a distance of 
100 miles, the country presents the same favorable features, no 
heavy work being met with in the passes. The grades are 
easy, not exceeding eighty feet to the mile, and these only for 
a short distance at the summit. The average grade on the 
mesa is twenty-six feet per mile. 

“From the Rio Grande to the Arivaypa the country is as 
favorable for the es of a as the valley of the 
Platte. From the head of Arivaypa Cafion to Camp Grant 
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the line will be more expensive, especially for ten miles in the 
canon, where a number of short tunnels will be necessary, 
and many sharp curves are required; but the grades through 


the canon are very favorable, averaging about fifty feet to the | 


mile, with but two miles with a grade of sixty feet. The work 


here will be the heaviest in the New Mexican Division, but no | 


furmidable obstructions are presented. 

‘*From Camp Grant to the Gila, a distance of twelve miles, 
the valley is wide and flat. But in the cafion of the Gila, 
through the Santa Catarina Mountains, it narrows down, and 


for thirty-five miles the work will be of a heavier character | 


than the average. From the mouth of the caiion, ten miles 
above Florence, to the Pima villages, the work is of the lightest 


character, and the grades from Camp Grant to the end of the | 


division are not greater than twenty feet to the mile. 

“The line from Railroad Pass, down the San Pedro and 
Camp Graut, is twenty-four miles longer than by Arivaypa 
Cafion, with grades of eighty feet to the mile.” 


Orange & Alexandria & Manassas. 

Since the consolidation of the Lynchburg & Danville with 
this company work on the former road is progressing well. ‘The 
first division for 33 miles from Lynchbnrg is nearly completed, 
with the exception of the tunnel in Lynchburg and the masonry 
of Staunton River bridge. The second division will probably be 
finished by the end of the year. An extension from Danville 
suuthwest to Statesville, N. C., is talked about. At the latter 
point connection is made with the Atlantic, Tennessee & Ohio 
road for Charlotte, N. C. 


Northern Oentral of Michigan. 

‘Lhe sink hole north of Eaton Rapids has been bridged over 
and work beyond that point is being pushed forward vigorously. 
Track-laying is going on near Lansing. The foundations of 
the passenger and freight depots at Lansing are laid. The pas- 
seuger 7 will be 100 by 30 feet and the freight depot 120 by 
50 feet. An effort is being made by citizens ot Lansing to raise 
$20,000, which sum will, it is said, secure the location of the 
shops at that place. 


Fort Gratiot & Lexington. 
Préliminary surveys are being made from Lakeport to Davis- 
= = Citizens of Davisville have raised $25,000 in aid of 
© road. 


Detroit & Oairo. 

A meeting of the projectors is to be held in Indianapolis, 
Ind., shortly. It is said that $4,000,000 has been subscribed to 
the stock, and it is hoped that the whole amount ($15,000,000) 
can be raised shortly. 


Adrian & Detroit. 

A meeting of stockholders was held in Adrian, Mich., Novem- 
ber 26, and it was decided to change the terminal point of the 
line on the north to the Grand Trunk Junction. The road is 
graded for about 18 miles from Adrian. 


Mineral Range & L’Anse Bay. 

Six miles of this road is —— and work is progressing. 
The road is to be of three-feet gauge, and will extend from 
Copper Harbor, on Lake Superior, southwest to the Ontonagon 
Kiver, a distance of about 80 miles. 


Warren & Venango. 

The Warren (Pa.) Mail says: “‘The rails are now laid to 
within a short distance of Titusville, and ina few days com- 
plete connection will be formed between Dunkirk and the oil 
regions, and thence to Pittsburgh. Three passenger trains 
run over the road each way daily, making close connections 
with other lines.” 


Fredericksburg, Orange & Culpepper. 
It is said that cars now run to Parker’s Store, 14 miles from 
Fredericksburg, Va. Finch & Co., the contractors, advertise 


for proposals for laying the iron on the section from Parker’s | 


Store to Orange Court House, a distance of 21 miles. It is 
hoped that cars will ran to Orange Court House by the end of 
January. 


Adrian & State Line. 


‘This company has decided to adopt the line through Medina, 
the towns of Medina and Canandaigua, Mich., having agreed to 
subscribe $20,000 for the road. 


Saginaw Valley & St. Louis. 


‘The road is now completed toa point within eight miles of | 


St. Louis, Mich., where a station 1s to be established. It is 
expected that trains will run to St. Louis by the end of the 
year. 

Flint & Lansing. 


Thisis the name of a company which has recently been or- 


ganized under the general railroad law of Michigan, and which | 


roposes to build a line as straight as possible from Flint, 
Mich. to Lansing, forming connections with the Port Huron & 
Lake Michigan at Flint. and with the Peninsular at Lansing. 
The route is being surveyed, and the work will be pushed for- 
ward vigorously. Hons. W. L. Bancroft, of Port Huron; Wil- 
liam Hamilton, of Fiint, and N.G. Isbell, of Lunsing, are di- 
rectors. ; 


Mansfield, Ooldwater & Lake Michigan. 
The Detroit (Mich.) Tribune says: ‘‘ This line is steadily ad- 
vancing toward completion, and the laying of the iron be- 


tween Battle Creek and Coldwater is progressing quite rapidly. | 


Next season will see the road in operation over quite a long 
section.” 


Oanada Southern. 

The road is now virtually completed from Amherstburg to 
St. Thomas, Ont., and the work of track-laying on the eastern 
section also progresses rapidly. ‘Che company expects to have 
the entire line completed by the end of the year. 

Sheboygan and Fond du Lac. 

it is said that» this company intends to put two first-class 
boats on Lake Michigan next season to run between Sheboygan 
and Pentwater, connecting at the latter point with the Detroit, 
Lansing & Lake Michigan when it shall reach there. 


East Saginaw & St. Olair. 


| half a million dollars to put the rolling stock into condition for 
| use. Mr. Stanton, the Superintendent, is working energetically 

with this object in view, but the labor accumulates, new batches 
of wrecked cars being brought in daily.” 


Cuyahoga Valley. 

An agreement has been made between this company and the 
Wheeling & Lake Erie Railroad Company, by which each com- 
| rd will pay one-half the cost of the construction of the 

Vneeling & Lake Erie road from Wheeling, W. Va., to the in- 

tersection with the Valley road, which will be near Bowerstown, 
O., and about 60 miles from Wheeling. In addition, the Valley 
| Company offers to take one-balf of the $400,000 stock which the 
Wheeling & Lake Erie Company has subscribed to the Wheel- 
ing Bridge Company. 
Wheeling Railroad Bridge. 

The preliminary surveys fur the railroad bridge over the Ohio 
River at Wheeling, West Va., have been completed. The esti- 
mated cost of the bridge is about $1,000,000. 


Danville & Franklin. 

A railroad is proposed to rurt from Danville, Va., northwest 
through Pennsylvania and Franklin counties to some point on 
the Virginia & Tennessee road. The road will pass through a 
very hiliy and broken country. 


Danville & Gilman. - 

Surveys are being made for a railroad from Danville, LIl., 
northwest to Gilman, on the Illinois Central road, a distance of 
about 40 miles. It is reported that the Illinois Central and the 
Evansville, Terre Haute & Chicago companies will construct 
the road. It would be for most of its length near the proposed 
Danville & Paxton road. 


Ionia, Sta ton & Northern. 

The contractors on this road have a large force at work, and 
the cars will be runnirg shortly from Ionia, Mich., to Sheridan, 
a distance of 16 miles. This road is to connect with the Flint 
& Pere Marquette, 60 miles north of Ionia. It runs through a 
country of oak and pine timber. 


Grand Rapids & Indiana. 

The contractors expect to lay some eight miles more of track 
this winter beyond the present terminus at the North Board- 
man River. This will complete the road to Rapid River, 143 
miles north of Grand Rapids. The iron is now laid for 10 miles 
north of Fyfe Lake, the late terminus. The track on the 
Traverse City Branch is all laid, and trains will soon be run- 
ning. 

Union Pacific. 

The Omaha Tribune says : 

** The Union Pacitic Railroad Company have been active, dili- 
gent and successful in preparing for the winter. The prepara- 
tions greatly excel those of previous years, and should the win- 
ter prove as the last, of which there is no probability, there 
would be no more detention than in Iowa or Illinois. On the 
Laramie Division, where the greatest trouble was experienced 
last winter, the track has been raised for one hundred miles 
through the light cuts, and the tops have been leveled off so the 
snow cannot find a resting-place. A very large force of men 
have been employed, besides railway equipments, in doing the 
| work, for several months. The snow-sheds have been boarded 
and tightened so as to prevent the snow from sifting through 
and several miles of new sheds have been built in such a way 
as to prevent their being crushed by the snow. More than fifty 
miles of snow-sheds have been built and placed in the best po- 
sitions, governed by the experience of the past winter. One 
difficulty to be overcome last year was the want of fuel at con- 
venient points along the line. To obviate this, twelve new 
coal-houses have been constructed, and coal enough stored for 
any emergency. Hundreds of men have been employed in this 
| work. This coal is kept for emergencies, and that for daily 
use is mostly taken direct from the mines. 

“*Two enormous snow-ploughs have been constructed, each 
weighing over forty tons, and so arranged that it is believed 
that they will be powerful enough to throw the snow from the 
deepest cuts.” 

Jackson, Lansing & Saginaw. 

The track is now laid to the center of Otsego Lake, in town 
30, north of range three west, where work will cease during the 
winter. Regular trains were run to Otsego Lake by December 
1. ‘This completes the road 108 miles north of Wenona, leaving 
but about 50 miles more to complete. 


Boston & Maine. 


The track was completed from Portland to Saco, on the Port- 
land extension, November 28. 


| Athol & Enfield. 

The town of Prescott first voted to take $5,000 of the Athol 
| & Enfield Railroad stock. It then rescinded its vote, as tlie 
railroad claimed, illegally, and suit was brought to recover the 
amount of the subscription. The Massachusetts Supreme 
Court has decided that the whole of their capital stock, as 
then fixed by the directors, had been taken, and that the road 
had no stock to se:l to the town. 


Delaware, Lackawanna & Western. 

This company last October completed a section of road from 
the town of Norwich, N. Y., northward along side of the track 
of the New York & Oswego Midland to Midland Junction, a dis- 
tance of nine miles. The company has heretofore used the 
track of the Midland road, but the construction of this link 
gives it an independent line to Utica. 


Sligo Branch. 


The engineer of this road gives us the following description 








of it: 

“The Sligo Branch Railroad leaves the Bennett's Branch of 
Allegheny Valley Railroad at Lawsonham, six milos above the 
mouth of Red Bank Creek—its junction with the Allegheny 
Valley Railroad—and takes a general northeast course to Sligo 
Furnace, a distance of 10} miles, passing near Rimersburg, five 
miles distant from the latter place. Six miles of the grading is 
well under way, the first five of which is through a very broken 
country. Itis expected they will commence laying track about 
May, in which case the road would be open during July or 





The coupany has arranged to use the line of tho Cuss River | AB8Ust.” 
road as = as a es and a en ee: of the latter | Danville & Paxton. 
jine has been changed to agree with that of the East Saginaw , 7, ; . : : N 1G 
& St.Clair. ‘The two roads will join the Fiint & Pere Marquette be Wn Hie Tin 208k Wes Continaen Roveuber 16. 
Ohicago & Alton. 


about four miles from East Saginaw. 
: The repair shop at Jacksonville, Ill., was destroyed by fire on 
Pennsylvania & Delaware. the night of November 23. ‘ 


‘Lhe trouble between this company and the Philadelphia & : . ‘ 
Baltimore Central with regard to the crossing of the two roads Vermont Railroad Legislation. 
at Avondale has been settled. The crossing has been laid At the recent session of the Vermont Legislature, the bill in- 
down, anc the trains of the Pennsylvania & Delaware road will | corporating the Central Vermont Company was passed sub- 
soon be ruuning over the whole length of the line. stantially ao — by the trustees and managers of the — 
| mout Central, and a general railroad law was passed, with a 
Alabama & Chattanooga. : supplementary bill empowering towns to ‘esue’ bonds te pay 
The Cuattanooga ) Herald says : ‘‘ The rolling stock subscriptions to new railroads. 
of the road is in a terrible condition, owing to the reckless | P 
management of the late agents of the State of Alabama, their Grand Junction. 
object seeming to have been to destroy it before allowing the | ‘his company, which has just been organized at Quincy, Ill., 
property to pass into other hands. Superb palace cars were | purposes to coustruct a railroad from Quincy eastward to Ma- 
run off the track and dumped into ditches, and there allowed | son City, a distance of about 95 miles. At Beardstown the road 
to remain, no effort being made to replace them on the track. | will connect with the Rockford, Rock Island & St. Louis and the 
Phin ie and express cars, locomotives etc., were similarly | Springfield & Illinois Southeastern roads, and: at Mason City 
treated, and it is estimated that it will cost the company over | with the Jacksonville Division of the Chicago & Alton and the 





new extension of the Indianapolis, Bloomington & Western. 
The capital stock will be $2,000,000. The incorporators are: 
Charles H. Curtiss, Wm. Charles, F. W. 8. Brawley and John 
H. Cook, of Chicago, and Henry Root, J. B. Gilpin, E. H. Tur- 
ner and George Adams, of Quincy. The incorporators, together 
with James Woodruff, are the directors for the first year. The 
officers are as follows : President, Henry Root: Vice-President, 
Wm. Charles; Treasurer, Henry Root ; Secretary pro tem., Wm. 
Charles. The general oftice will be at Chicago. 


Ohicago & Michigan Lake Shore. 

This road has been divided into two divisions, the Southern 
Division, with headquarters at St. Joseph, Mich., and the 
Northern Division, with headquarters at Muskegor. 


Jacksonville & 8t. Augustine. 

Surveys bave been commenced for a railroad from Jackson- 
ville, Fia., to St. Augustine, a distance of 40 miles. The travel 
between the two places, which now goes from St. Augustine to 
Tocoi by horse-railroad, and thence by the St. John River, is 
exceedingly small, and the country on the line is almost unin- 
habited. It is roposed to make the road of 3-feet gauge. It 
is said that work will be commenced as soon as the surveys are 
completed, 


St. Paul & Chicago. 


The distances from Winona, Minn., by this road are as fol- 
lows : 


I ERIE: OP IIs 5 55 kas caansicandaniendeReese> ands 9.0 
- Dukota........ En er Gre 17.7 
OO OR eS: 23.4 

ws RS Perea ree ee 26.5 

= PEO os cobs tesessacntancnaepannas 29.3 


From St. Paul to Winona the distance is 103.3 miles, and the 
whole distance from St. Paul to Milwaukee by this route is 
324.5 miles. 


Detroit, Eel River & Illinois, 


The Logansport extension is now completed to a point about 
three miles from that town. 


Detroit, Pioneer & Logansport. 


This company, which filed its certificate of incorporation 
with the Secretary of State of Ohio, November 25, proposes to 
build a railroad from a point in St. Joseph township, Williams 
County, Ohio, to a point in Madison township, Williams Coun- 
ty. The road would run nearly north and south, and would be 
about 20 miles long. The capital stock is $80,000. The corpo- 
rators are ‘Thomas Hudson, George R. Joy, Ezekiel Masters, 
Jesse F. Hadley, Martin Perkey, Albert C. Marshall, Benson E. 
Doolittle, George W. Durbin, Henry C. Undernaur, Richard 
Gandern, Peter V. Fulton, Samuel T. Woodruff, Leroy D. Woods 
and Daniel Stough. 


Milwaukee, Rockford & St. Louis, 
Engineers have been at work surveying the line of this pro- 
jected railroad, between Rockford, Ill., and Sharon, Wis. 


Rensselaer & Saratoga. 

The branch track on Green Island, near Troy, N. Y., has been 
entirely completed, and is now ready for the running of cars 
thereon. Another and shorter branch is being constructed to 
place Troy and Cohoes in connection, which will be finished 
within a few weeks. ‘Trains will make the trip from Troy to 
Albany in twenty-five minutes, and from Troy to Cohoes in less 
than fifteen minutes. 


Ashtabula, Youngstown & Pittsburgh. 

The suit between this company and the Atlantic & Great 
Western with regard to the crossing at Warren, O., has been 
settled by a compromise on the following basis : The Ashtabula 
road is to cross on grade for the present; in the spring, the 
road-bed of the Atlantic is to be raise tourteen feet and that of 
the Ashtabula is to be lowered four feet in order to pass under 
the former; the Ashtabula Company is to pay $16,000 damages. 
This trouble being settled, the track will be laid at once, and 
trains will soon begin running on the Ashtabula, Youngstown 
& Pittsburgh road. 


West Wisconsin. 

The new track, from a point near Warren’s Mills to Camp 
Douglas on the Milwaukee and St. Paul road, is completed, and 
trains commenced running to Fort Douglas instead of Tomah, 
November 25. The track to Tomah is to be taken up. Tho 
tunnel on the extension from Camp Douglas to Elroy is pro- 
gressing well, and the connection with the Madison Extension 
of the Chicago & Northwestern at Elroy will be made sooner 
than was expected. 


Elyton, Corinth & Tennessee River. 

A letter from the President informs us that this company is 
chartered and surveyed from Birmingham, Ala., to Pittsburgh 
Landing, on the Tennessee River, in Tennessee., The route 
runs through the great coal and iron region of Alabama, upon 
maximum grades of 65 feet to the mile. The road will be 162 
miles long, and is estimated by the Chief Engineer, Maj. B. 
Mickle, to cost $27,800 per mile. This road forms the connect- 
ing link between the navigable rivers and railroad system of 
the great Northwest with the system of Southern railroads from 
all the Gulf and Southern Atlantic ports, at Birmingham, Ala. 
The company is now looking out for Western railroad men who 
will take an interest in the enterprise. The following named 
gentlemen are the present oflicers : Judge J. F. Arnold, Presi- 
dent, Rienzi, Miss. ; Judge E. C. Gillenwaters, Treasurer, Co- 
rinth, Miss. ; Maj. Belton M:ckle, Chief Engineer, Holly Springs, 
Miss. ; A. M. Johnson, Secretary, Rienzi, Miss. 


Progress of English Railroads. 


The Pall Mali Gazette has the following : 

“There are no exponents of the development of the coun- 
try’s wealth in recent times more striking than our railway 
statistics. For twenty years we have been sinkng from £14,000,- 
000 to £15,000,000 of hard cash annually in the railways of the 
United Kingdom. The figures for these years, 1852-1871, are 
before us. In 1852 the whole capital raised upon shares, de- 
bentures and loans by the various companies amounted in 


actual money to £264,166,000. By 1871 this sum had increased - 


to £552,680,000. From the savings of nineteen years upwards 
of £288,500,000 had therefore been invested in these undertak- 
ings. In the earlier year we had 7,336 miles of permanent way. 
By 1871 the total length was 15,376 miles. ‘The cost per mile 
of railroad in 1851 was £33,283; but land, wages and commodi- 
ties generally rose in value between that time and the present, 
and railway construction became more costly. In 1871 the 
average cost of the lines then open was £35,944 a mile, or £2,661 
more than in 1851. Some account, too, should be taken in this 
comparison of the circumstances that latterly the lines have 
been more driven into towns than formerly, and thus a greater 
proportionate cost has accrued. In 1851 the total receipts 
which the companies gathered from all rources were £15,710,- 
000; nineteen years of enterprise moro than trebled the sum, 
the receipts in 1871 amounting to £48,892,000. The receipts 
per mile in the earlier year were £2,141 ; in the latter £3,063, 
exclusive of miscellaneous receipts in 1871—an increase of 
£922, or forty-three per cent. on the average mile. The num- 
ber of passengers conveyed in 1851 is put down at 89,102,000. 
But here the figures are of the most irregular and indeter- 
minate value. They simply represent journeys. The man, for 
example, who trayeis from Westminster to Victoria counts for 
one, just as he who travels from London to Edinburgh counts 
for one, Bearing this in mind we may collate the passengers in 





1851 with those in 1871—namely, with 375,220,000. Hence more 
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than fourfold the number are conveyed now who were carried 
twenty years ago. Season ticket holders are not reckoned in 
these figures. ‘he receipts per train mile in 1851 were 5s. 2d. ; 
in 1871 they were 5s. 3d. Last year the gross receipts from pas- 
senger trafiic were £20,622,000; from goods traffic, £26,485,000 ; 
from miscellaneous sources, £1,785,000; making a total of 
£48,892,000. From this, forty-seven per cent., or £23,153,000 
had to be taken for working expenses, leaving the net receipts 
at £25,740,000. This may be called half a million sterling a 
week—the net earnings of the railways of the United Kingdom. 
The net receipts in the same year were equal to £4 13s. per 
cent. on the paid-up capital.” 


Duck River Valley. 

An officer of this company writes : 

‘*A company under this name has been chartered and organ- 
ized in Tennessee, with the following officers: L. D. Myers, 
President ; J. B. Hamilton, Secretary and Treasurer; E. F. 
Falconnet, Chief Engineer. The office of the company is at 
Columbia, Tenn. The road is to have a gauge of 3 feet, and is 
to run from Johnsonville, on the Nashville & Northwestern 
Railroad and Tennessee River, to Fayetteville and Tullahoma, 
Tenn., connecting at Fayetteville with the Winchester Branch 
of the Memphis & Charleston Railroad, and at Tullahoma with 
the McMinnville & Manchester Railroad and the Sparta Branch, 
and ultimately by the Sparta Branch with the Cincinnati South- 
ern Railroad. The road will ultimately be extended south to 
Atlanta, Ga. It is also expected that the road will be extended 
from Johnsonville to Cairo, there to connect with the St. Louis 
and Cairo 3-feet-gauge railroad, which will be completed in 8 
months. ‘Thus this line will finally be an air line from St. Louis 
to Atlanta, with a 3-feet gauge all the way. Construction will 
commence in early Spring. ; 

**This road will pass through the immense brown hematite 
ore beds of Hickman County, and its first object will be to con- 
nect this ore with the coal of Cumberland Mountain. It is ex- 
pected that immediately after the completion of the road, sev- 
eral establishments for the smelting and manufacturing of iron 
and steel will be started at Columbia and other points.” 

Johnsonville is 78 miles west of Nashville, and_ thence south- 
east to Columbia (which is on the Nashville & Decatur road) 
the distance is 60 miles and to Fayetteville 100 railes in an air 
line. Tullahoma is 25 miles northeast of Fayetteville, and 
from Johnsonville to Tullahoma the distance is 110 miles, but 
doubtless a fork is intended at some point between Columbia 
and Fayetteville. Hickman County, spoken of above, is about 
ten miles south of the Nashville & Northwestern line, and 20 
miles northeast of Johnsonville. Cairo is 100 miles northeast 
of Johnsonville, and Atianta 169 miles southeast of Fayette- 
ville, so that the air-line distance from Cairo to Atlanta is 360 
miles. 


, St. Paul & Sioux City. 

Considerable trouble was experienced from snow on the 
western end of this road during the late storms in Minnesota. 
A party of directors of the company, who had been making a 
trip of inspection over the line, were snowed in east of Le Mars, 
Iowa, and after an ineffectual effort to fight their way through 
were forced to return to Lo Murs and proceed thence to St. 
Paul by another route. 


Montpelier & Wells River. 


The first rail on this road was laid in Montpelier, Vt., at the 
junction with the Vermont Central, November 21. 


- Missouri, Kansas & Texas. 

There is a very bitter feeling against this company among 
the settlers on the Osage lands in Kansas, which have recently 
been decided to be the property of the company. A _ body of 
these settlers entered the town of Parsons, Kan., on the night 
of November 23, with the intention of killing Mr. Parsons, Dep 
uty Land Commissioner of the company. Mr. Parsons, how- 
ever, aided by a Texan drover, managed to make his escape to 
a locomotive, which carried him to Sedalia. 


Memphis, Pine Bluffs & Shreveport. 

This company has recently organized under the general rail- 
road law of Arkansas. The route of the road which the com- 
pany proposes to build is described as follows : Commencing at 
the city of Memphis, Tennessee, passing through Crittenden 
County, Ark., along the line of thepublic highway known as the 
Military road, crossing White River ator as nearas practicable 
the town of Des Arc, thence to and intersecting the Memphis 

-& Little Rock Railroad at or near the town of Prarie Center, 
thence in a direct line to Pine Bluff, thence to Camden, and 
thence to Shreveport, Louisiana, along the line of the Pine 
Blutf, Camden & Shreveport Railroad. The capital stock is to 
be $6,000,000, in shares of $100. The road will be about 300 
miles long. The following are directors of the company: A. J. 
Kellar, J. M. Keating, Fa Mahan and F. 8. Davis, of Mem- 
phis, Tennessee ; David Dows, Andrew Carnegie and E. D. Mor- 
gan, of New York; Thomas Scott, Philadelphia; Alexander 
McDonald, of Little Rock ; 8. W. Dorsey, J. E. Gregg and Chas. 
O. Waters, of Helena, Ark.; O. P. Snyder and J. MeL. Barton, 
of Pine Biuff, Ark. 

Messrs. A. J. Kellar, F. M. Mahan, F. 8. Davis, O. P. Snyder 
and 8. W. Dorsey are commissioners to open books of subscrip- 
tion to the capital stock. The proposed line would connect 
directly the Memphis & Charleston and the Texas & Pacific. 


Kentucky & Great Eastern. 

The organization of this company is completed, and surveys 
will shortly be commenced. The line will extend from Covington, 
Ky., opposite Cincinnati, up the Ohio River on the south bank 
to Catlettsburg, at the mouth of the Big Sandy, a distance of 
about 140 miles. A branch line through Mason and Fleming 
ane to the coal banks of Rowan County, Ky., is also pro- 
jected. : 
Big Sandy Valley. 

This company proposes to build a railroad from Catlettsburg, 
Ky., south, up the valley of the Big Sandy River. The road is 
intended to furnish an outlet for the coal mines of West Vir- 
ginia. 

Oanandaigua, Palmyra & Lake Ontario. 

This company purposes to build a line from some point on 
Lake Ontario by way of Palmyra to Canandaigua, N. Y., there 
to connect with the Northern Central road. A branch is also to 
be built from Palmyra to Rochester, about 25 miles, and it is 
also purposed to extend this branch eastward to Auburn, about 
35 mies, making the whole distance from Rochester to Auburn 
60 miles. Surveys are now being made between Palmyra and 
Auburn. A part of the line between Paimyra and the lake is 
under contract. The distance from Rochester to Auburn by 
the Auburn Division of the New York Central is 763 miles. 


Maryland & Delaware. 

The Wilmington (Del.) Gazette, of November 21, says : 

**On the i4th instant the solicitor of Messrs. John H. Wig- 
gans and Alexander Dearborn, of Boston, holders of first-mort- 
gage bonds of the Maryland & Delaware Railroad Company, 

led e bill of complaint on the equity side of the Circuit Coust 
for Talbot County, asking for a sale of said railroad, pe d- 
ing the litigation, for the appointment of a receiver, an for an 
injunction against said company, and the trustees under 
the mortgages given to secure its first and second. mortgage 
bonds. The bill states the principal of the first-mortgage 
bonds to amount to $850,000; the principal of the second-mort- 
gage bonds to be $150,000, and the principal of the State of 

the 


that the affairs of the company either have been and are grosaly 
mismanaged, or that its net revenues have been misappli 
and diverted from the payment of the interest warrants on the 
first-mortgage bonds of said company, to which payment they 
are pledged ; that said company is hopelessly involved, and 
that a speedy sale of said railroad, with its equipments and 
franchises, is necessary to save the first-mortgage bondholders 
from irreparableloss. The Court set down the motion for an 
injunction and the appointment of a receiver for hearing on 
ednesday, the 20th inst. ; 
The road extends from Clayton, Del., on the Delaware Rail- 
road, southwest to Easton, Md., a distance of about 44 miles. 


Saginaw & St. Olair. 

A new company has been organized to build a line from East 
Saginaw, Mich., to St. Clair, with a capital of $95,000 already 
taken and a provision that the stock shail ultimately be 
$1,000,000. The road is to run through South Saginaw to Vas- 
sar and thence to the St. Clair River. ty way of the counties of 
Tuscola and Lapeer. This road would be about 90 miles long. 
The first directors are Jesse Hoyt, Wm. C. Crapo, Edwin Eddy, 
James F. Brown, H. C. Potter, Wm. L. Webber, F. P. Sears, C. 
L. Ortman and Win. H. Warner. Of these, Messis. Hoyt, Cra- 
0, Potter and Ledlie are directors or officers of the Flint & 
ere Marquette Company. 


Elkhart & Lake Michigan. 

The Detroit Tribune says: 

** This company has received a written proposition from Kan- 
som Gardner to build the road, and have authorized the Presi- 
dent of the company to accept it. It is expected that prelimi- 
nary work will be done throughout the winter and that the line 
will be completed during 1873.” 

The road will run from Benton Harbor, on Lake Michigan, 
through Berrien Springs and Niles to Elkhart, Indiana, a dis- 
tance of abeut 40 miles. 


Louisville & Nashville. 
Complaints are made of serious delay in the transmission of 
<— over this road, caused by a blockade of freight south of 


Nashville. This blockade occurs nearly every winter, but it 
— appear tc be much earlier in the season this year than 
usual, 


Chicago, Olinton & Dubuque. 

This road is now completed to a connection with the Iowa 
Midland road, which will give it an outlet to Clinton, Iowa. It 
extends from Dubuque southeastward along the west bank of 
the Mississippi to Clinton, a distance of 60 miles. It has had 
close relations with the Chicago, Burlington & Quincy Comnens, 
and it has been announced that its through traflic would go 
over the Mendota & Clinton Branch of the Chicago, Burlington 
& Quincy from Clinton eastward. Of late, however, it has been 
announced that it will run in connection with the Clinton & Chi- 
cago line of the Chicago & Northwestern, and thus give the lat- 
ter company a route to Dubuque, which would be just about 
the same length as that of the Chicago, Burlington & Quincy, 
Chicago & Iowa, and Illinois Central, by which alone now pas- 
senger cars run through between Chicago & Dubuque. Such 
an arrangement would almost seem impossible, as it has always 
been understood that the Chicago, Clinton & Dubuque is under 
the control of, or in some way bound te, the “‘ Joy” companies, 
and that its connection with the east would be by the Chicago, 
Burlington & Quincy, and for this a new bridge was to be built 
at Clinton to connect the two roads. The arrangement with the 
Northwestern may be temporary, however. The same persons 
who have constructed the Chicago, Clinton & Dubuque have also 
built the Chicago, Dubuque & Minnesota, but it is understood 
that the latter company’s through business is to pass over the 
Illinois Central and the Chicago & Iowa, and not over the Chi- 
cago, Clinton & Dubuque. 


Wisconsin Central. 

On the northern end of the line the grading is done for about 
seveh miles beyond White River, and it is expected that by the 
time the bridge over that stream is up the graders will have 
reached Silver Creek, a few miles north of Penoka Gap. 


Olarion County. 

Work on this road, from Siigo, Pa., south to Lawsonham, on 
the Bennett’s Branch Extension of the Alleghany Valley rvad, 
is penquestinn rapidly, a large force being at work. ‘The dis- 
tance from Sligo to Lawsonham is about 10 miles. 


Boston & Worcester. 

The committee having in charge the question of a new rail- 
road from Boston to Worcester have decided to complete the 
surveys and obtain estimates at once. The line to be run will 
pass through West Roxbury, Brookline and the southerly part 
of Newton Center to Newton Upper Falls, from which point a 
line has already been surveyed. The line as far as Newton Up- 
per Falls is south of the Boston & Albany road. The new rail- 
road is intended to furnish a competing line from Boston to 
Worcester, and it will also make available for suburban resi- 
dences a large part of the towns of Brookline and Newton, at 
present destitute of railroad facilities. At Newton Upper Falls 
the proposed line will cross the Woonsocket Division of the 
Boston, Hartford & Erie road. 


Connecticut Western. 

Negotiations have beer in progress for some time with re- 
= to the construction of a branch line, from Tariffville, 

onn., northeast to Springfield, Mass., a distance of about 15 
miles. The directors of this Springfield extension offered to 
obtain the subscription of $500,000 voted by the city of Spring- 
field two years a Wy my the company would guarantee 6 
per cent. on $300 of the amount. The Connecticut West- 
ern directors stipulated, in addition, that private individuals in 
Springfiefd should subscribe $50,000 to the stock. This was 
romised, but the Hartford people have protested against giving 
springfield a guarantee for part of its stock, while other 
towns which had subscribed to a large extent were not so 
favored. Itis probable that the matter will be allowed to drop 
for this year at least. The Connecticut Western board has re- 
ferred the matter to a committee to report at some future 
time. 


Kansas Pacific, 


A new office for the General Eastern Passenger Agent has 
been opened at No. 317 Broadway, New York. In this office 
will be kept a fine display of cereals and other products of the 


soil along the line, samples of coal and building stone, miner- 
als, etc. Full files of newspapers published in their towns will 
be also kept there, and those who live along the line when 
perveies | east can have their letters and telegrams sent to the 
above address, where they will be safely kept and delivered on 
application. A large poy the country tributary to the Kan- 
sas Pacific Railway will be exhibited, together with tine views 
of the natural —— from local and other photog- 
raphers. In addition to the foregoing, plats of towns and maps 
of lands for sale will be forwarded regularly from the land office 
and kept on file. 


Wabash & Erie Oanal. 
The ey ney ry (Ind.) News, 
** On Frida: t an order was Circuit Court 
in the case of John M. Garrett et al. vs. the Trustees of the 
Wabash & Erie Canal, adj ing that the State bonds held by 
the plaintiffs are a lien w he canal, its bonds, tolls and rev- 
enues, and that a sequestrator be appointed to take charge of 


of November 19, says : 
in the Cass Ci 





aryland’s lien to be $140,350, and that interest on these 
liens is in arrear for two anda half years. The bill charges 


tion is by the terms of the order not 
27th day of December next. 
request of Governor Baker, to give the Legislature time to con- 


Ew 





of the plaintiff's claims, and referring to a Master Commissioner 
the bonds proved by Garratt an 
Court, by the 27th of December next, the amount of priveipal, 
interest, etc., due on bonds held by Garratt and otbers who 
have proved or may prove their claims. 


others, to report to the 


“That portion of the order which related to the sequestra- 
{to take effect until said 
This provision was inserted at the 


sider what, if any, action ought to be taken to prevent the canal 
and its revenues from being taken out of the hands of the trus- 
tees and placed in the hands of a sequestrator, as the decree 
contemplates. The Court will still be in session on that date, 
to make any order in the caseit may deem proper.” 
Chicago & Tomah. 

This new congeny talks of building a narrow-gauge railroad 
trom Chicago, Ill., to Tomah, Wis. The route proposed in the 
State of Wisconsin is from the State line north through Green, 
Lafayette, lowa and Grant counties, crossing the Wisconsin 
near the mouth of the Kickapoo and thence up the valley of 


the Kickapoo to Tomah. This would make about 140 miles of 
road in Wisconsin. 


National Steamboat Oaptains’ and Owners’ Convention. 
The Convention of Steamboat Owners and Captains convened 
for the purpose of reorganizing the Union Association of Cap- 
tains and Owners, as established in 1866, assembled at Cairo, 
Ill., on the 12th of November. Delegates from all points on 
the Mississippi River and its trfbutaries were present. The 
following resolutions were adopted : 

That all steamboats represented in the association shall be 
governed by the tariffs made by the different associations in 
their respective trades, and that a failure so to be governed 
shall subject the party so failing to trial in any association 
where the charges may be made. 
. oe all local lines shall charge full card rates on reshipping 
reights. 
This committee recommends to the several associations that 
they require the payment of freight bills before the delivery of 
freights, and that no claims for damages be entertained after 
the removal of the goods. : 
It was also resolved that a penalty of mot less than $500 shall 
be imposed for any violation of the rules.’ 

The Convention adjourned, to reassemble at Louisville, Ky., 
on the 1st of May, 1873. 


Fort Madison & Northwestern Construction Company. 
This company has filed articles of incorporation with the 
Secretary of State of Iowa. The capital stock is to be $250,000, 
and the office of the company is at Fort Madison, Iowa. 


Des Moines, Allerton & Quincy. 

This company was organized at Allerton, Iowa, November 14, 
by the election of Colonel George Gillaspy, President ; O. G. 
Allen, Secretary, and Hon. Edward Johnstone, of Keokuk, 
Treasurer. The surveys have been completed to the Missuuri 
State line near Allerton, which is on tue Chicago & Southwest- 
ern road, and is nearly due south of and about 65 miles from 
Des Moines. 


Indianapolis Union. 

This company filed its articles of association at Indianapolis, 
Nov. 20. The object is stated to be “the locating, construct- 
ing, keeping up, repairing and using a common or union rail- 
way, together with the necessary buildings, depots, etc.” The 
capital stock is $250,000, which is subseri iu equal shares of 
$50,000 each by the Cleveland, Columbus, Cincinnati & Indian- 
apolis, the Indianapolis, Cincinnati & Lafayette, the Jeffor- 
sonville, Madison & Indianapolis, the Pittsburgh, Cincinnati, & 
St. Louis, and the Terre Haute & Indianapolis Kailroad Com- 
panies. 


Ogdensburg & Water Gap. 

The Midiand Railroad Company has offered definitely to con- 
struct this road from Ogdensburg, N. J., to Newton, ten miles, 
provided the —— of Newton will raise $75,000 by stock sub- 
scriptions. The branch would be close to the Sussex Railroad 
for the whole distance from Ogdensburg to Newton. The dis- 
tance from Newton to New York would be 66 miles, as against 
68 by the Sussex and Morris & Essex roads. 


Ohicago & Northwestern. 

The branch line from Stanwood, Ia., 52 miles west of Clinton 
on the Iowa Division, south eight miles to Tipton in Cedar 
County, is completed and trains commenced running this week. 
The hne was graded long ago, and many times for a few years 
past it has been announcedythat the road would be completed 
“immediately.” 


Lowell & Windham. 

Surveys are being made fora railroad from Lowell, Mass., 
north to Windham Station, N. H., a distance of about 15 miles. 
At Windham connection will be made with the Manchester & 
Lawrence and the Nashua & Rochester roads. 


Elizabethtown & Paducah. 


The city of Louisville voted, November 30, to issne bonds to 

the amount of $1,000,000 to this company, to enable the com- 

any to build an independent road from Elizabethtowa, Ky., to 
uisville, 45 miles. 


Perth Amboy & Bound Brook. 

Grading is progressing eld 
and Metuchen. At Metuchen t 
Pennsylvania road. 


Kansas City, Brookfield & Ohicago. 

The surveys of the eastern division of this proposéd road, from 
Keokuk, Ia., to Brookfield, Mo., have been completed. Tne 
engineers report that no grade over 66 feet to the mile need be 
used, and that the work on the line will be very light. Surveys 
for the western division, from Brookfield to Kansas City, are to 
commenced at once. 


East River Bridge. 

The excavations for the anchorage on the Brooklyn end will 
be commenced about the end of this month. The yy is 
laying a double-track railroad through Water, Dock and Front 
streets, in Brooklyn, to use in conveying stone and other mate- 
rials for the anchorage from the Gecko. 


South Side, of Long Island. 

The survey for the extension of the road from Patchogue, 
N. Y., to Moriches is completed. The terminus at Moriches 
will be a short distance east of the depot of the Sag Harbor 
Branch of the Long Island road. 


Boston, Barre & Gardner. 


The contract for the extension from Gardner to Winchendon, 
seven miles, has been let to B. N. Farren, for $25,000 per mile. 
Atlantic, Mississippi & Ohio. 

The Lgneiins (Va.) Virginian, of November 22, gives the 
following account of the case of Tyson against this company : 
‘Tt will be remembered that an act was passed by the lagi: 
ture of Virginia at its last session, entitled ‘An Act to complete 
the organization of the Atlantic, Mississippi & Ohio Railroad 
Company.’ This act recited that the former act of June 17 
1870, contemplated the ultimate a tion of all tho stock of 
the Virginia & Tennessee, Virginia & Kentucky, South Side 


between New Market, N. J., 
e road will pass under the 





the canal and its appurtenances, receive the tolls, water- 
gents andl reventes thaseoh and app) same to the payment 


and Norfolk & Petersburg railroads into the new company, and 
stated that while a large majority of the private stockholders 
in‘each of the four companies had merged stock into the 
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said new company, a few in each still refused to do so; and then 
provided for tle appointment of a board of commissioners to 
value the stock of each of the outstanding stockholders, and 
rescribed that the board for the Virginia & Tennessee stock- 
1olders should report their valuation to the Circuit Court of 
Lynchburg for confirmation. Said board was appointed, met 
and valued the stock of Tyson and others, and made report to 
the court. 

“Said report coming up now for confirmation, it was opposed 
on the ground that the act of the last session was unconstitu- 
tional, and that no power existed in the Legislature to condemn 
the stock of Tyson and others for the benefit of the Atlantic 
Mississippi & Ohio Railroad Company. It was further opposed 
on the ground that the market value was not a fair basis of 
compensation for these outstanding stockholders. 

“The Court, however, overruled both objections, held that 
the act was constitutional, and the market value of the con- 
demned stock was the true basis of compensation to the holders 
thereof. 

“The counsel for Tyson intimated their purpose to ask a 
supersedeas from the Court of Appeals.” 


Davenport & St. Paul. 

The track is laid to Strawberry Point, lowa, which is eight 
miles beyond Yankee Settlement, the last point noted, and 111 
miles from Davenport. The telegraph line is completed to Fay- 
ette, 20 miles beyond Strawberry Point. 


Aroostook. 

There is some talk of building a wooden railroad to connect 
Fort Fairfield, Lyndon, Caribou and other Semi Aroostook 
County, Maine, with the Fredericton and Riviere du Loup Rail- 
road in New Brunswick. 


Delaware & Hudson Canal. 

This company has recently completed a new line of telegraph 
from Carbondale, Pa., to Susquehanna, thus connecting its 
lines from Honesdale south with the line from Binghamton to 
Albany. 


Erie. 

A special report on the change of gauge has been made by 
the Superintendent of Roads, R. M. Brown, a summary of which 
is reported to be as follows : 

**Tt recommends the laying of a third rail, and the use of 
both gauges until the present rolling-stock is worn out. The 
immense cost of reducing the rolling stock to the narrow- 
gauge will justify tho Erie in adopting this plan. The boilers 
of the locomotives are so large that they could not well be used 
on the narrow gauge, and, therefore would become a total loss. 
The report advises that in addition to laying the third rail, two 
hundred locomotives and four thousand cars be constructed for 
the narrow-gauge, and that the old rolling-stock be thrown 
aside without repair as fast as it becomes useless®& In this 
manner the road will be gradually transformed into a narrow- 

auge.” 

The new extension of the Paterson & Newark branch to Jer- 
sey City has thus far failed to meet the expectations of the 
company, the travel over the road from Newark being exceed- 
ingly small. This, however, is in great measure duo to the fact 
that only six trains per day are run over the road and those at 
somewhat inconvenient hours. A road so run can hardly expect 
to attract suburban travel from lines running from 40 to 45 
trains per day. 

The following, concerning the comparative reports of earn- 
ings this year and last is given in a letter from Mr. 8. H. Dunan, 
the Auditor, to President Watson : 

‘In the published statements of estimated weekly earnings 
for the firgt and second weeks of November, a comparison was 
made with what purported to be the earnings of the corre- 
sponding week last year. 

Upon your expressing a doubt of the accuracy of the pub- 
lished statement of earnings for November, 1871, and your 
desire that they should be investigated, I have gone carefully 
into the subject, and have ascertained that the figures given 
for that month were greatly in excess of the actual earniags, 
as will be seen by the following comparison : 

Estimated last year—first week. ............ccccceees soocees $402,204 
ACKURL ORPMINRE,.. 0c scccccvcrccecscecccsccccccccccccssooesese 342,102 





Ne on on ok een bed: cdbaenedae, wads sdrncniad eco $60,102 
Ketimated last year—second week.............c0-eeee eee ee $469,239 
RPAEL OOTMIDBG, 0.0.0:0000 cccesccevcccccceccessceccscccctccnee 399, 119 

GOP ROAR Wik cccceiicnsisinn scnscicencceccscecece $70,120 


Tho investigation satisfiesme that no reliance can be placed 
upon the estimates for November of last year, and that the 
statements which have been published for the first two weeks 
of the present month should be corrected. 

I submit in this connection corrected statements of the first 
and second weeks of the present month of the estimated earn- 
ings as compared with the actual earnings of the same weeks 
of 1871: 

Corrected return of estimated weekly earnings, commencing 
November 1, 1872: 


1872. 1871. 
6 Days. 6 Days. 
For week ending November 7...............- $420,580 $312,102 
November 1.......-.00+++ Ancidasdeweeesees $420,580 $3 12,102 
Increase one Week tO Gaie........ cece ee ee eee 78,478 phd 


Corrected return of estimated weekly earnings, commencing 
November 1, 1872: 





1872. 1871. 
For week ending November 15.............- $471 966 $39),119 
Previously reported.........60. eeeeeeeeeres 420,539 342,102 
November 1........ccccccccsecccsccccs «++. @892,546 $741,221 
Fncrense [OF WOOK... .cccescecce sesecccceoce 2.837 asae 
Increase for two weeks to date............+-. 151 325 can 


The figures given for the present month ot November are ap- 
proximately correct, and I propose to continue the estimates 
consecutively in the future upon the plan I have adopted. 

I give youthe estimated earnings of six months of last year 
as compared with the actual earnings for the same months. 
You wiil notice the great change which takes place in the month 
of March : 







1871. Estimated. Actual. Over- estimated. 
November......-.se06 woes $1,742,933 $1,482,459 $260,474 
December.... .e+- 1,635,104 1,417,211 217,803 

1si2 
January eee. 1.591,283 1,333,994 258 289 
Fe>ruary. . 1,695,251 1,294,976 401,173 
March.. 1,494.57: 1,460,173 34,400 
*April ..... -. 1,607,994 1,548,812 59,182 


* The actual figures given are those ascertained underthe tempo- 
rary admivistration of General Dix. They are not entirely correct, 
but the difference is so slight as not to require alteration.” 


Paris, Neogo & St. Louis. 

Operations ou this proposed railroad are suspended until 
locel subscriptions are received sufficient to provide for the 
grading and ticing of the road, which, it is hoped, will be ob- 
tained by next Spring. 


Kansas Oity, Memphis & Mobile. 

Mr. John W. Pope writes to the Kansas City (Mo.) Zimes a 
long explanation of the failure of this company to do any work 
on their road. He ascribes the failure to the refusal of the 
financial agent of Jackson County to hand over the bonds voted 
by that @ounty. These bonds were originally voted for a branch 
of the ‘'ebo & Neosho road, and that company having sold its 





main line to the Missouri, Kansas & Texas Company, the fran- 
chise of the branch road was transferred to the Kansas City, 
Memphis & Mobile. The financial agent, however, has refused 
to recognize the latter company, or pay them the bonds, 
unless a formal vote of the people is had. The amount of the 
bonds is $200,000. 


Worcester & Nashua. 

This road is now double-tracked from Worcester to Sterling, 
12 miles. The grading for the second track is completed to 
Lancaster, seven miles beyond Sterling, and the work will te 
finished through to Nashua without delay. 


Montpelier & Black River. 
The preliminary surveys have been completed, aud the road 
will soon be finally located. 


Baltimore & Ohio. 

The Baltimore American, of Nov ember 26, says : 

**A prominent Montgomery (Md.) County man states that 
Mr. John W. Garrett offers to stock a branch railroad from 
the Metropolitan Branch to Georgetown, D. (., provided the 
people will raise the necessary funds to buiid the road. It is 
proposed to make it seven miles long, at a cost of $150,000, of 
which amount residents of Montgomery County offer to sub- 
scribe $10,000.” 

The Metropolitan Branch is the line, now nearly finished, 
from Point of Rocks to Washington. 


Placerville & Sacramento Valley. 

The traffic over this road has been much larger during the 
resent year than it was last year. Many improvements have 
been made on the line, and all the bridges and trestle work has 
been repaired or rebuilt. The road extends from Sacramento, 

ane west through Folsom to Shingle Springs, and is 49 miles 
ong. 


Oolorado Central. 

This company having asked Clear Creek County, Colorado, 
for $200,000 in bonds, and the main objection to the issue be- 
ing that the county had already voted $200,000 to the Denver, 
Georgetown & Utah Company, the Colorado Central Company 
now Offers, in case the Georgetown Company builds its road 
within the specified time, and thereby obtains its bonds, to 
abandon all claims to any county bonds and contruct the road 
without aid. 


New Bedford & Taunton. 

At a meeting of the stockholders of this company, held in 
New Bedford, Mass., the proposition of the Boston, Clinton & 
Fitchburg Company for the purchase of the New Bedford & 
Taunton road was presented. The Boston, Clinton & Fitch: 
burg Company offer to purchase the road with all its property 
on June 1, 1873, except cash and accounts, the purchasers to 
pay $828,500 on or before April 1, 1873, and also to assume pay- 
ment of the New Bedford & Taunton bonds, amounting to 
$171,500. The purchaser also agrees to extend the road to 
tide-water, and to give freight and passenger accommodations 
equal to those now enjoyed by the public ; the Wamsutta Mills 
Company are to have the privilege of buying the wharf prop- 
erty now belonging to the railroad for $20,000, after the exten- 
sion is completed. The purchasers do not intend to merge 
this property with their other lines, but propose to form a new 
corporation, with a capital of $1,000,000, which is torun the 
road. The present stockholders of the New Bedford and 
Taunton Company are to have the right to subscribe to two- 
fifths of the stock in this new company. A resolution was 
adopted by the stockholders authorizing the proposed sale. 

It is claimed that the New Bedford & Taunton road has cost, 
and is now worth, $1,000,000, but is represented by a capital 
of only $500,000. The present law of Massachusetts prohibits 
the payment of more than 10 per cent. dividends or the in- 
crease of capital stock, except when needed for outlay on im- 
provements. This sale of the road and the formation of a new 
corporation is the only way in which stockholders can now re- 
ceive the full benefit of their property. 


Hamilton & Lake Erie. 

By the arrangement made by this company with the Grand 
Trunk, Great Western and Canada Southern companies with 
regard to the use of that part of the Hamilton & Lake Erie 
roads between the intersection of the different lines and the 
city of Hamilton, it is provided that the Hamilton & Lake Erie 
Company is to furnish locomotives and rolling stock sufficient 
to accommodate all the traffic. All the companies making use 
of the line equally with each other have the privilege of placing 
cars on it, under the regulation of the company’; and for this 
privilege they are to pay the Hamilton & Lake Erie Company a 
sum equivalent to 7 per cent. on the cost of the portion of the 
line they use, the wharves and appurtenances, and also the 
expenses of maintenance, renewals, salaries, etc. This con- 
tribution is to be shared by the respective companies in pro- 
portion to-the business done by each. In ascertaining these 
proportions, one passenger is to be estimated as equal to a ton 
of freight ; but coal, minerals, plaster, coal oil, timber, lumber, 
cordwood, are to be classed specially, and be estimated each ton 
as three-quarters of a ton. 


Prince Edward Oounty. 

The county of Prince Edward, Ont., has voted $87,000 in aid 
of the Prince Edward County Railway, which is to run from 
some point on the Grand Trunk Railway (probably Brighton, 
92 miles east of Toronto) through the country to some point in 
the eastern end which is not yet decided upon. 


Richmond & Petersburg. 
A recent statement of the President of this company shows 


that the receipts for the year 1872 were $203,854, against $175,- 
952 in 1871, showing an increase of $27,902, or 15; per cent. 


The expenditures for 1872 were $185,650, against 203,634 in 1871, 


showing a decrease of $18,584. Thenet earnings for the present 
year are $18,804, against a deficiency of $27,682 in 1871. A 
further increase in .eceipts is hoped for from a continuance of 
the policy of the present management. 


Adirondack. 

It is proposed to connect this railroad by a branch about 15 
miles long with the Rensselaer & Saratogaroad at Fort Edward, 
N. Y. The construction of this line, and the completion of the 
Adirondack road would, it is claimed, make a new through 
route from Boston to Lake Ontario, by way of the Hoosac Tun- 
nel, Fort Edward and the Adirondack Railroad. 

Somerset. 

The track of this road is laid about half way from West Water- 
ville, on the Maine Central, to Norridgewock, and track-layin 
is steadily progressing. It is expected that arrangements will 
be made with the Maine Central Company to run trains from 
Waterville to Norridgewock as soon as the road is finished to 
that point. The distance is about 15 miles, 


Uanadian Pacific. 

Mr. E. W. Jarvis, who has for some time been in charge of 
the surveying parties on this line through the Rocky Mountains, 
has lately passed through St. Paul, Minn., on his way east. He 
states that the line through the mountains has been found to 
present fewer difficulties than had been expected. No very 
great depth of snow had been found. From the eastern slope 
of the Rocky Mountains to the Red River the country is fertile 
and would support a large population, but from the Red River 
east to the valley of the Ottawa, a distance of over 800 miles, 
the country is barren, broken and unfit for settlement, The 





oint chosen for the passage of the Rocky Mountains is the 
‘ellowhead Pass. The present headquarters of the ws 
parties are at Fort Garry, from which point a branch line wi 
run to Thunder Bay on Lake Superior. 


Baltimore & Drum Point. 

Contracts for grading from Drum Point north to Port Repub- 
iic, a distance of 12 miles, aud from Camp Parole, one and one- 
half miles west of Annapolis, Md., south to Butler’s Tavern, ten 
miles, will shortly be ket. The distance irom Camp Parole to 
Drum Point is about 50 miles. Drum Point, which 1s at the 
mouth of the Patuxent River, has an excellent harbor, and it is 
hoped that it may in time be made a coal-shipping port. It has 
not yet been decided whether the road shail terminate at Camp 
Parole, there connecting with the Annapolis & Elk Ridge road, 
whether it shall be extended to a connection with the Baltimore 
& Potomac, or built through to Baltimore. The road is to be 
of standard gauge, but will use very light rolling stock, and 
will be laid with rails of 40 or 45 pounds to the yard. ~ 


Lake Shore & Turcarawas Valley. 

It is said that this company will lease and operate the East- 
ern Ohio road from Dennison to McConnellsville, as soon as the 
latter is completed. 


Cadiz & Oanton. 


A railroad is aes from Cadiz, O., north through Cadiz 
Junction and Carrollton to Canton, a distance of about 59 miles. 


Chesapeake & Ohio. 

Surveys have been made fer an extension of this road dewn 
the Ohio River to Portsmouth, O., and thence up the Suntish 
and Scioto valleys to Hillsborough, which is the terminus of a 
branch of the Marietta & Cincinnati road, and is 62 miles from 
Cincinnati. 

South Mountain. 

Seven miles of the grading between Harrisburg, Pa., and 
Rehrersburg is finished, and a considerable force is att work all 
along the line. 


Oxford & Elkton. 


Preliminary surveys have been made for this road, which is 
intended to be an extension of the Peachbottom road, now 
under construction, from Oxford, Pa., to Elkton, Md., a dis- 
tance of 18 miles. From Oxford the line follows the Little Elk 
Creek to @ point about two mules north of Elkton, where it 
leaves the creck and runs due south to the latter place. At 
Elkton connection will be made with the Philadelphia, Wil- 
mington &-Baltimore and the proposed Elkton & Massey's 
road. 


Richmond, Fredericksburg & Potomac. 

This remy | has purchased property adjoining the Fair 
Grounds, near the western limits of the city of Richmond, Va., 
upon which new car shops will be built at once. The machine 
shops will not be removed at present. 


Bedford & St. Clairsville. 


Work will shortly be commenceu on this road, which will ex- 
tend from Bedford, Pa., north to St. Clairsville, about 13 miles. 
It is also proposed to extend the road from St. Clairsville north 
about 16 miles to a junction with the Hollidaysburg Branch of 
the Pennsylvania Railroad at McKee’s Gap. 


Lancaster & Quarryville. 

The contract for this narrow-gauge road has been let, and 
work has commenced in the vicinity of Lancaster, Pa. Most of 
the bridge work will be done during the winter, and the road 
will be ready for the rails early in the summer. The contract 
price for the grading and bridging is $115,000. The distance is 
about 15 miles. 





THE SCRAP HEAP. 








Prices of Rails in November. 
Bigelow & Johnston, of No. 48 Pine street, New York, report 
the following prices current of rails for the month of November: 




















Gold. Currency. | Import, Tons 
New Rails. 
reer i & 2 ar 11,411 
FAMATIOAE ...0.c0cseccccisce}ses soe case GTB @ BP |... .. eee vere 
Total import this month.|... 11,411 
Import since January 1./.... 174,673 
Total to date ........... Kies: 1snneeeEnoesteceeden 186,084 
Game time 171.......c.ccfoccscccce StAlieasescausen 200,123 
Ola Rails. 
Double heads... -1$4439@ 45 
T or flange...... «++. /$44 @ 44% 
U OF DEIGge....ccccccosccee Nominal. 
Total import this month.|............ 
Import since January 1./............ 
TT ET. ere cube 58,252 
RD MNO DONE, «5 oss ccad sinks cinnsisencheccdss atone 57,017 














* These prices represent as nearly ss possible the range, accord- 
ing to location of mill. 

‘* New Rails.—The chief business during the past month has 
been in steel rails, of which about 35,000 tons were contracted 
for at about $105 to $108, gold. In iron rails but little has 
been done, and prices are again marked down. Of our imports 
here this month about 6,000 tons are Bessemer steel. In Amer- 
ican nothing of note has occurred. 


‘*Old Rails.—The demand has been very light and prices 
have gradually yielded. The stock has been somewhat reduced, 
but is still ample to meet any demand likely to arise for some 
time. Itis mostly held at higher figures than those now cur- 
reat.” 


The Whistle Nuisance. 

The Flushing (L. 1.) Zimes says: 

“ Travelers on the Flushing & North Side Railroad must have 
noticed with satisfaction that the deafening noise occasioned 
by the continual whistling of the locomotive has been abated. 
Within a short time past orders have been given to engineers to 
substitute two sharp and quick whistles in place of that to 
which we have long An accustomed. Henceforth passengers 
will be permitted to continue their conversation while the cars 
are in motion without interruption from this annoying source. 
All railroads have more or less afflicted this nuisance upon their 

atrons hitherto, and we believe the thanks of the oC ub- 

ic will be freely accorded to the Flushing & North Side Rail- 
road for taking the initiative in effecting this much desired re- 
form.” 

The fact that a number of the directors of the company are 
in the habit of traveling over the road daily may have had 
something to do with this “‘ reform.” 


Railroad Manufactures. 

Mr. Thomas N. Lombard has recently increased his facilities 
for manufacturing by the construction of a new foundry and a 
new machine and wood-working shops. His shops at Augusta, 
Me., have now a capacity of two freight cars per day. 

The Manchester (N. H.) Locomotive Works now employ 
about 650 hands, and turn out 11 locomotives per month. 





sorsrad 


